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AN EXAMPLE FOR RAILROADS 

The Erie Railroad Company is to be congratulated 
on its-selection to the office of vice-president of L. C. 
Probert, who recently joined the organization from “the 
outside.” Though he was a newspaper man, we under- 
stand that his function is something more than that of 
the ordinary “press agent” or even than what is gen- 
erally understood as the conduct of “public relations,” 
though the latter is a broad term and may be made to 
cover many things. The point is that the Erie has gone 
outside railroad ranks to bring into its organization a 
man of many and valuable contacts with public men 
and public affairs. That he was a newspaper man 
merely illustrates the fact that the right kind of news- 
paper man has these contacts and the broad knowledge 
and point of view that ought to be valuable to an en- 
terprise like a large railroad. Of course, there are 
newspaper men and newspaper men. Mr. Probert 
was one of the best. We do not know all his duties, 
but we have a pretty definite idea of what they ought 
to be and what, doubtless, they are. The circular an- 
nouncing his appointment merely says that the indus- 
trial development department has been transferred to 
his jurisdiction and he will perform such other duties 
as may be assigned to him by the president. We can 
think of many duties that can well be performed by a 
man like him and that require no special railroad experi- 
ence or technical railroad knowledge. Railroads seldom 
go outside their own circle to employ men for important 
duties. In this they differ from other business and may 
well take a lesson. Just before going to the Erie, a 
short time ago, Mr. Probert was in charge of the Wash- 
ington bureau of the Associated Press. The qualities 
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by the Erie also. 


JOBS FOR TRAFFIC MEN 


There is no fact better known in industrial traffic 
circles than that there are not nearly as many traffic 
jobs as there ought to be—that is, that industrial con- 
cerns have not yet come to realize the importance of 
traffic in their business and that many of them that 
ought to have adequate traffic departments in charge 
of capable men have either no such departments or 
small and incompetent ones in charge of men who by 
no stretch of the imagination can be called “traffic men,” 
except that, after a fashion, they attempt to handle the 
traffic of the concerns by which they are employed. 
Anyone intimately acquainted with the business can 
think of many specific illustrations. Just the other day 
we heard of a large concern that, on recommendation 
of an efficiency expert, dismissed its traffic manager and 
gave the job to his assistant on the theory that such an 
expensive department was a waste. Of course, we do not 
know all the details of this particular incident. Per- 
haps the traffic manager was not earning the salary that 
was paid to him. Perhaps his assistant can do his work 
better than he did. But, if he can, and if he is a com- 
petent traffic man, his employers will not long be able 
to keep him at the low salary. The point is that any 
concern that does any considerable amount of inbound 
or outbound shipping needs a competent man to run its 
traffic department and that such a policy will justify 
itself by the saving. accomplished. 


It is well enough to talk about such things in the 
abstract and in general terms, but we want to offer a 
concrete suggestion that, we think, should prove valu- 
able to competent traffic men seeking either a start or 
to better their positions—the kind of men whose adver- 
tisements for positions may be read in The Traffic 
World nearly every week. It is that they sell themselves 
by direct methods. It would, it seems to us, be com- 
paratively simple for a competent traffic man to select 
an industry that he knows has no traffic department 
or only an incompetent one, study its needs, and present 
himself to the proper executive with a definite proposal 
to enter its employ and demonstrate what he can do. 
If he cannot so demonstrate, then, of course, either the 
need for him does not exist or he is not the man to fill it. 


There is an abundance of literature on the subject 
of the need for competent traffic men in industry—we 
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have published and are circulating it and the Associated 
Traffic Clubs of America is doing likewise. It can be 
supplemented by the knowledge and experience of the 
particular traffic man looking for a position. The direct 
method of approach is far more effective, if used by 
one of the right kind of ability and personality, than 
any sort of general educational campaign. Why not 
give it a trial? 

As illustrating somewhat the situation we have 
spoken of with respect to the lack of appreciation on 
the part of many business men of the importance of 
trafic management in their business, we quote from an 
address by E. Kent Hubbard, president of the Manu- 
facturers’ Association of Connecticut, made at a recent 
meeting of the New England Shippers’ Advisory Board: 


New England can maintain its present position and assure its 
growth in the future by only two methods ; first by the creation of 
adequate transportation departments in every industry in the territory, 
and second, by constant enlightenment of our representatives in Con- 
gress of the far-reaching effects of the attempts for changes in 
transportation conditions—rates and charges—being foisted upon us 
by other sections of the country. ’ 

" Of the political, I shall not speak, regardless of its importance ; 
but of the need for the establishment of transportation departments, 
I want to speak. — 

The competent transportation manager is not a shipping clerk, 
as many of our executives seem to feel. He is not the man who 
has held a minor clerkship in a railroad company. He is not the 
man with a strong right arm, who can heave packing cases around 
the shipping room, or who can handle the stencil brush with effect. 
He is the man who can pick up any tariff under the sun, read it, 
and interpret it correctly. He is the man who, upon receiving a 
notice from any of the freight associations, or from the Interstate 
Commerce Commission, regardless of the language used, can grasp 
the effects of any given proposal. He is a broad-gauge man. He 
isa member of the cabinet of the president of the industrial organi- 
zation. Before any contracts are made, the sales manager consults 
with him. Before any goods are purchased, the purchasing agent 
receives the advice of the traffic manager. He is the man to whom 
the executives of the industry entrust the presentation of cases 
before the Interstate Commerce Commission. His is a profession— 
as truly a profession as mechanical, civil, or chemical engineering. 
He is an expert in his field and he is an economist of distinction, 
He must have a broad grasp of buisness conditions and of industrial 
trends. He must be ever on the alert in the interests of his company, 
in order that it may be properly protected. 

I feel that I know wheneof I speak, not only because I have 
served as a traffic manager in one of Connecticut’s important indus- 
tries, but because I have since that time, a great many years ago, 
kent in intimate touch with transportation matters in New England. 
As a member of the Storrow Committee on Railroad Consolidation 
and as chairman of the Connecticut Commission, I was very much 
impressed with the lack of understanding of that tremendous problem 
of railroad consolidation, which is of such vital interest to New 
England; but I was even more impressed with the results of a 
survey completed just yesterday in Connecticut, which was designed 
to determine how far Connecticut industries had gone in the estab- 
lishment of transportation departments. It will surprise you to know 
that only 2 per cent of the industrial concerns in Connecticut employ- 
ing one hundred or less men and women maintain traffic departments. 
Fifteen per cent of the concerns employing from one hundred to 
five hundred maintain traffic departments. Thirty-three per cent of 
those concerns employing between five hundred and one thousand, 
and 75 per cent of those employing over one thousand maintain 
traffic departments. 

Now let us look at some of the figures of the individual indus- 


tries. The percentage of concerns having organized traffic depart- 
ments in the industrial groups are as follows: a 
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But these figures are not nearly as amazing as some of the 
comments which accompanied the reports of the individual concerns. 
A large metal industry reported as follows: 


Our traffic problems are so simple that we do not consider a traffic depart- 
ment necessary. We have just two classifications, gray iron castings and chucks. 
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Our chuck sales are invariably based F.O.B. plant, so that you can see that the 
problem with us has no complications and does not require much traffic attention. 


Another large concern reports: 


We do not maintain what might be classed a regularly organized traffic 
department. All problems of traffic pass through the vice-president’s hands or 
the hands of his assistant and .they work in conjunction with the shipping clerk. 


With all due respect to the higher executives of the concerns, 
I submit that in all probability the majority of these gentlemen, if 
asked what a sixth-class scale was, would reply that it was an 
apparatus for the ascertaining of the weight of objects, or that 
Rule 34, if questioned about that, had something to do with the 
conduct of a football game. 

What is probably the largest textile industry in the state reports 
that “since all of our goods are shipped F.O.B. we have no interest 
in transportation matters.” 

Another reports that “the majority of our customers are auto- 
mobile manufacturers and they supply routing instructions. Therefore, 
a traffic department would be a waste to us.” 

A large electrical concern states that “our traffic problems are 
negligible.” 

And, as a last illustration, I want to quote from a letter of one 
of the largest manufacturers in the world, without question, of a 
particular commodity, who ships to all parts of the world and who 
seems to his own mind to have solved all transportation problems 
when. he says in his report: “We have no traffic department but 
are well taken care of because our freight bills are audited by the 
——_————— traffic bureau.” 

I only wish that I could find a padded cell of sufficient size to 
house the large number of New England industrial executives who 
see nothing in traffic management; but if all of them were put in 
that cell, there: would be few left to run the industries. 

Some time in January, 1929, the United States Department 
of Commerce will issue a report on the results of a national survey 
which it is making in connection with the desirability of the main- 
tenance of transportation departments in industries. When it comes 
out, I hope you who are executives will study it and will compare 
the figures of your own state with the figures of middle western and 
western states, and I hope that you who are traffic managers will 
show the results of that national survey to your executives. 

I have attempted in as few words as possible to tell you some- 
thing of that which you already know. Most of you are interested 
in spreading the traffic management idea and I want to close by 
telling you how the Manufacturers’ Association of Connecticut has 
attempted to meet the problem. We have capitalized the experience 
gained through two thousand years of education, and last fall we 
established in five cities of the state courses in the fundamentals of 
traffic management. Classes were held two evenings per week for 
seventeen weeks. The initial enrollment was one hundred and fifteen. 
One hundred and five of these young men and women completed the 
seventeen weeks’ course. Today they are in Connecticut industries, 
every one of them, and they are spreading the gospel of traffic 
management. Hardly a single day has passed since the conclusion 
of this course that I personally have not received a letter from one 
of these students, telling me of the savings he has made for his 
particular company. These people are not traffic managers, but some 
day they will be, and during the coming winter they will have an 
opportunity to attend an advanced course of seventeen weeks’ dura- 
tion, while the opportunity will also be offered for new students in 
the elementary course. As I have said, last winter the courses were 
given in five cities; this winter they will be given in eight cities. 
No one can calculate the effect of this method of spreading the 
traffic management idea. 


I had finished telling a prominent railway executive of what 
we were doing in connection with the teaching of traffic manage- 
ment, when he said: “You don’t mean to tell me that you are training 
more of those fellows to make life miserable for us?” That executive 
was living in the past age. He did not realize that the establishment 
of adequate traffic departments in industrial concerns would make 
the work of the railroads less costly and easier of administration. 
He did not realize that it is difficult to deal with ignorance but 
gratifying to deal with intelligence. He did not realize that upon the 
success of New England industry depends the success of his rail- 
road. But he is only one of a few. You will find that the great 
majority of railroad executives welcome intelligent traffic direction 
upon the part of industry. I told the same story of the traffic 
courses to an official of the New York, New Haven and Hartford 
Railroad Company. He not only approved the plan but during the 
coming fall will show his interest by participation in the conduct of 
the courses, and I do not believe that there is a railroad executive 
here today who will not applaud the traffic idea. 


HOOVER ON TRANSPORTATION 


“Development of inland waterways, of merchant marine and 
consolidation of railways are forced upon us,” said Herbert 
Hoover, Republican candidate for President of the United States, 
in a passing reference to transportation in his address at Eliz- 
abethton, Tenn., on the afternoon of October 6, after having 
referred incidentally to problems created by the development 
of the automobile and having stated that the war had “dislo- 
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cated our transportation relations both within our country and 


with foreign countries.” 
In summing up his position as to various questions, Mr. 
Hoover, with respect to transportation, said: 


I belive in continued development of good roads. They bring 
the farmers’ produce to market more cheaply, and by them we gain 
in neighborly contacts and uplift of spirit. 

I advocate the enlarged and vigorous development of our inland 
waterways because they tend to diversify industry, they cheapen 
the transportation of farm produce and they bring larger returns to 
the farm home. 

We must assure a sound merchant marine to safeguard our over- 
seas trade against foreign discrimination. 


On the subject of the government being in business, Mr. 
Hoover said: 


I do not favor any general extension of the federal government 
into the operation of business in competition with its citizens. It 
is not the system of Lincoln or Roosevelt. It is not the American 
system. It not only undermines initiative but it undermines state 
and local self-government. It is the destruction of states rights. 
Democracy, however, must be master in its own house. It can assure 
the conservation of our governmentally controlled natural resources 
in the interest of the people. It has demonstrated that by the power 
of regulation it can prevent abuse; it can and.must control natural 
monopolies in full public interest. It can do so without abdicating 
the very principles upon which our nation has been founded and 
through which we have reached a standard of living and comfort 
unparalleled in the world. Violations of public interest by individuals 
or corporations should be followed by the condemnation and _ punish- 
ment they deserve, but this should not induce us to abandon pro- 
gressive principles and substitute in their place deadly and destructive 
doctrines. There are local instances where the government must enter 
the business field as a by-product of some great major purpose 
such as improvement in navigation, flood control, scientific research 
or national defense, but they do not vitiate the general policy to which 
we should adhere. 


AUGUST RAIL EARNINGS 


Class I railroads in August had a net railway operating 
income amounting to $128,350,136, which, for the month, was 
at the annual rate of return of 5.04 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics, which says: 


In August 1927, their net railway operating income was $118,- 
822,710 or 4.77 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and 
cash. The net railway operating income is what is left after the 
—— of operating expenses, taxes and equipment rentals but 

fore interest and other fixed charges are paid. 

This compilation as to earnings in Augusst is based on reports 
from 184 Class I railroads representing a total mileage of 240,203 miles. 

Gross operating revenues for the month of August amounted to 
$557,693,108, compared with $557,666,763 in August, 1927, or practically 
the same amount. Operating expenses in August totaled $383,787,140, 
compared with $393,403,611 in the same month in 1927, or a decrease 
of 2.4 per cent. 

Class I railroads in August paid $35,208,226 in taxes, a decrease 
of five-tenths of one per cent under the same month in 1927. This 
brought the total tax bill of the Class I railroads for the first eight 
months in 1928 to $249,710,048, a decrease of $2,393,630, or nine-tenths 
of one per cent below the corresponding period in 1927. 

Sixteen Class I railroads operated at a loss in August, of which 
six were in the eastern, three in the southern and seven in the west- 
ern district. 

Class I railroads for the first eight months in 1928 had a net 
railway operating income amounting to $685,588,012, which was at the 
annual rate of return of 4.47 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income amounted to $676,826,176, or 4.52 per cent 
on their property investment. 

Gross operating revenues for the first eight months in 1928 
amounted to $3,977,963,495, compared with $4,092,436,524 during the 
corresponding period in 1927, or a decrease of 2.8 per cent. Operating 
expenses for the first eight months’ period of 1928 totaled $2,965,275,064, 
compared with $3,088,037,553 during the corresponding period the year 
before, or a decrease of four per cent. 

Net railway operating income by districts for the first eight 
months with the percentage of return based on property investment 
on an annual basis follows: 
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Eastern District 


The net railway operating income of the Class I railroads in the 
eastern district during the first eight months in 1928, according to 
complete reports for all except the Montour Railroad Co., totaled 
$353,360,403, which was at the annual rate of return of 4.91 per cent 
on their property investment. For the same period in 1927 their net 
railway operating income was $368,390,951, or 5.23 per cent on their 
propert nvestment. Gross operating revenues of the Class I rail- 
roads in the eastern district for the first eight months in 1928 
totaled $1,967,450,898, a decrease of five per cent under the cor- 
responding period the year before, while operating expenses totaled 
ie eal a decrease of 5.7 per cent under the same period 
n A 
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Southern District 


Class I railroads in the southern district for the first eight months 
in 1928 had a net railway operating income of $81,245,085, which was 
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at the annual rate of return of 4.07 per cent on their property jp. 
vestment. For the same period in 1927 their net railway Operating 
income amounted to $90,474,846, which was at the annual rate of 
return of 4.66 per cent. Gross operating revenues of the Class | 
railroads in the southern district for the first eight months j, 
1928 amounted to $511,057,219, a decrease of 6.5 per cent under the 
same o¥ - the year before, while operating expenses totaled $399. 
194,085, a decrease of six per cent. , 

The net railway operating income of the Class I railroads in the 
southern district in August totaled $10,574,197, while in the same 
month in 1927 it was $12,084,619. 


Western District 


Class I railroads in the western district for the first eight months 
in 1928 had a net railway operating income of $250,982,524, which 
was at the annual rate of return of 4.08 per cent on their property 
investment. For the first eight months in 1927, the railroads in that 
district had a net railway operating income of $217,960,379, which 
was at the annual rate of return of 3.63 per cent on their property 
incestment. Gross operating revenues of the Class I railroads in the 
western district for the first eight months this year amounted t 
$1,499,455,378, an increase of 1.7 per cent above the same period 
last year, while operating expenses totaled $1,114,448,412, ‘a decrease 
of nine-tenths of one per cent compared with the first eight months 
the year before. 

For the month of August, the net railway operating income of 
the Class I railroads in the western district amounted to $56,532,263, 
The net railway operating income of the same roads in August, 1927, 
totaled $46,646,038. 


Class | Railroads—United States 
MONTH OF AUGUST 
1928 1927 


Total operating revenues..........++. $ 557,696,108 $ 557,666,763 
Total operating expenses...........06:. 383,787,140 393,403,611 
TE. So. cueu cis iianAaveraemenesees 35,208,226 35,398,500 
Net railway operating income......... 128,350,136 118,822,710 
Operating ratio—per cent ........... 68.82 70.54 
Rate of return on property investment 5.04% 4.71% 
EIGHT MONTHS ENDED AUGUST 31 
Total operating revenues ............. $3,977,963,495 $4,092, 436,524 
Total operating expenses ............. 2,965,275,064 3,088,037,553 
TAXOS .ccccccccccccccscccccccccccsscccs 249,710,048 252,103,678 
Net railway operating income ........ 685,588,012 676,826,176 
Operating ratio—per cent.............. 74.54 75.46 
Rate of return on property investment 4.47% 4.52% 


TARIFF PUBLISHING RULES 
The Traffic World Washington Bureau 


Considerable turmoil in the preparation and publication of 
tariffs has been created by the Commission’s order putting 
Tariff Circular No. 20 into effect on October 1. It is, however, 
no more than was expected by the experienced men of the 
Commission. 

One of the things now deemed a certainty is that the old 
form tariffs will remain in effect for a long time. The task of 
re-issuing them in accordance with the new rules is a big one. 
The commission has found it necessary to permit the filing of 
tariffs complying with the old rules since October 1, because 
it has been physically impossible for the printers to get into 
type the re-issues that were due about October 1. 

With a view to avoiding expensg the Commission has given 
sixth section permission for the filing of a number of old form 
tariffs. Such permission has been given in cases where the 
tariff publishing agents have shown that the printer had in 
type practically the whole of a re-issue on or before October 1 
and that failure to get the tariff to the files by October 1 was 
the result of nothing other than the physical inability of the 
mechanical part of the publishing agency to beat the effective 
date. In other words, where there is no reason to suspect dila- 
toriness or lack of good faith the Commission has been allowing 
old form tariffs to come to the files nothwithstanding the pass- 
ing of October 1. 

It has developed that the concatenation of the effective 
date of the new rules and the peace negotiations between the 
New York Central and the New Haven (see Traffic World, 
October 6, p. 761) is as much due to the arrival of the effective 
date of the new tariff circular as the inability of the carriers 
to agree upon all details, if not more. Commission men who 
have been in touch with the peace negotiations understand there 
is nothing in issue between the carriers but that there is 
some delay in the preparation of the concurrences and the 
tariffs due to the intervention of the new tariff circular. Issuance 
of the order suspending the cancellations the parties to that 
controversy had proposed when agreement seemed impossible 
has held everything static, so that the preparation of new col- 
currences and tariffs will go forward without the feverishness 
that characterized all that sort of work just before the effective 
date of the new tariff circular. The new tariffs and con- 
currences, it is understood, will reach the files long before the 
expiration of the suspension date. When they arrive the Com- 
=" will discontinue the suspension case, I. and S. No. 
3176. 





CHRYSLER ERIE DIRECTOR 


Walter P. Chrysler, the automobile manufacturer, has filed 
an application with the Commission asking authority to hold 
the position of director of the Erie Railroad in addition to 
— he now holds with the Ann Arbor and the Mil- 
waukee. 
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Current Topics 
in Washington 





Consolidation of Railroads.—It is now three or four years 
since the Commission began asking Congress to relieve it of 
the duty, imposed by section 5 (5), to make a complete plan for 
the consolidation of the railroads into a limited number of sys- 
iems, the guide as to the number of systems being in paragraph 
4, of the section cited. The Commission has been marking time 
since it made its initial request. It made its tentative plan, as 
required by paragraph 4. It has held hearings on the objections 
to that plan which were to be a condition precedent to the mak- 
ing of the complete plan. Paragraph 5 says that, “after the hear- 
ings (on objections to the tentative plan) are at an end, the 
Commission shall adopt a plan for consolidation and publish the 
same.” There has been no compliance with that part of the law 
requiring adoption and publication of the complete plan. That 
fact has raised a query as to whether someone might not take 
it into his head to go to a court asking for a writ of mandamus 
requiring the Commission to perform the duty placed on it by 
the statute. There is nothing in the language requiring the 
adoption and publication of a complete plan about the Commis- 
sion adopting and publishing it “as soon as practicable.” Para- 
graph 4 directs the Commission “as soon as practicable” to pre- 
pare and adopt a plan for the consolidation of the railway prop- 
erties into a limited number of systems. There is nothing in 
that paragraph that gives one the idea that the plan ordered by 
it is to be temporary or tentative. The idea of tentativeness of 
the plan ordered in paragraph 4 comes from language used in 
section 5. That paragraph says that, “when the Commission has 
agreed upon a tentative plan,” it shall do so and so—that is, 
grant hearings on the objections to it. However, generally 
speaking, the two paragraphs have been read as providing for 
the making of a tentative and a permanent plan, the latter being 
called by the statute a complete plan. It might be suggested 
that the omission of the words, “as soon as practicable,” from 
paragraph 5 was an intimation to the Commission that it was not 
to take much time in putting out the complete or permanent plan 
after the hearings had been had on the tentative plan. None 
of such suggestions, however, goes to the merit or lack of merit 
of a suggestion that someone might undertake to apply a sharp 
stick to the anatomy of the Commission where its sensory 
nerves are nearest the surface with a view to producing a jump. 
Mandamus is the law writ used to compel an officia! to perform 
a ministerial or clerkly duty. The first query, then, would be as 
to the nature of the duty the Commission has failed to perform. 
It is to make a plan. The writ, obviously, ‘could not be used, if 
at all, to compel the Commission to do more than make one 
plan. It could not compel the Commission to make a plan of 
any particular sort, but merely a plan of some sort. How soon, 
would be another query to be answered. Would the adoption 
and publication of a plan be a matter involving judgment? It is 
deemed fundamental that the writ cannot be used to compel 
action in anything involving the exercise of judgment or discre- 
tion. In other words, it cannot be used to compel a judge to 
make a decision in a given case by a day certain. A natural 
query is as to whether, in the matter of the adoption and publi- 
cation of a complete plan, the Commission differs from a judge 
holding a case “under advisement,” almost forever and a day. 
There is, perhaps, broadly speaking, no way to get at such a 
judge except by impeachment. However, the Commission is not 
much given to holding a matter “under advisement” for periods 
the ordinary man thinks unconscionable. It would not be at all 
surprising, were Congress to fail to act at the coming session, 
to find the Commission putting out a complete plan soon after, 
if not before, March 4. That day is the last day of the life of 
the present Congress. The Commission is never unmindful of 
the fact that it is the arm of Congress and not a branch of the 
executive department. . P 





American Coal Exports Falling.—A one sheet bulletin issued 
by the Coal Exporters’ Association of the United States, Arthur 
Hale, chairman, expresses the -belief that, “with competitive 
rates for transportation, Amefiean exports (of coal) to the Medi- 
terranean and South America can be increased by ten million 
tons a year.” Figures are exhibited in the bulletin showing that 
American exports of coal are dwindling, while British exports 
are growing. The figures show that, in the period 1922-5, the 
British exports averaged, excluding Canada, 64,031,000 tons and 
the American 3,275,788 tons per annum. In 1926, the year of the 
British coal strike, the British exports fell to 20,596,000 and the 
American went up to 19,320,022. In the following year the Brit- 
ish exports went up to 51,149,000 and the American went down 
to 3,060,110. Both countries, seemingly, felt the effect of the 
extension in the use of oil and the more economical use of coal 
by reason of better consumption. In the first eight months of 
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this year the American exports fell to 1,388,717 while the British 
rose to 32,614,000. The last mentioned figures show that, while 
the British exports may not be equal to those in 1927, propor- 


tionately they will be much ahead of American exports. The 
detailed figures of exports to the Mediterranean and South 
America for the United States, in the first eight months of this 
year, show a total of only 294,136 tons, while the British, in the 
same period, shipped no fewer than 12,742,000 tons. “Competi- 
tive rates,” as used in the bulletin, are understood to mean rates 
both by rail and by vessel made with a view to meeting low 
rates made by British carriers to enable the British to regain 
the trade they lost while the strike made it impossible to supply 
their overseas customers. The British exports constitute a 
considerable percentage of insular production, which, in the 
period 1922-7, averaged 236,340,665 gross tons. The United 
States production in that period averaged 592,094,000 tons. 





Hoch, Allegemeiner Deutscher Automobil Verein!—A weak 
imitation of Rip Van Winkle—that is, one asleep only ten years— 
would rub out his eyes with astonishment on reading an an- 
nouncement by the American Automobile Association that it 
had invited its German counterpart to the first of a series of 
tours in the United States designed to promote international 
motor touring by work on or through its 23 foreign affiliations. 
In addition to that promotion, the American body desires to 
bring to the attention of motoring leaders abroad the greatly 
simplified regulations governing touring under the International 
Touring Alliance, of which the A. A. A. is the American mem- 
ber. About 100 members of the German equivalent for the 
A. A. A. are taking part in a three weeks’ tour of the United 
States covering a block of the United States and Canada 
bounded by a line through New York, Philadelphia, Wash- 
ington, Wheeling, Columbus, Cincinnati, Indianapolis, Danville, 
Chicago, South Bend, and Detroit in the United States, 
London, Hamilton, and Niagara Falls in Canada, Roch- 
ester and West Point, N. Y. The United States and Canada 
have solved the problem of touring in their territories so that, 
in so far as roads and traffic regulations are concerned, the 
citizen of one country does not know the difference between 
his own and his neighbor’s territory. In Europe, however, there 
are obstacles for the automobilist that make the words, “the 
open road,” a delusion and a snare. The peoples of Europe 
have relaxed their frontier frowns in behalf of the traveler by 
air, but the traveler by motor is not sure, by any means, that, 
when he passes from one tiny sovereignty to another, he will 
not land in the common jail rather than a military prison. The 
International Touring Alliance, however, is trying to beat down 
the obstacles and the Germans were selected by the A. A. A. 
as the first of the Europeans to be shown what real touring is 
like. The Germans will ride in parlor busses. Their program 
included a call at the White House. 





Facts for Those Who Like to Wonder.—lIn the last week 
of September the carloading in the country came within a few 
thousands of the highest peak of all time. It ran ahead of the 
loading for the corresponding week in the peak year. Two big 
department stores in Washington, in the last week of September 
and the first of October, reported the amount of trade as wear- 
ing on their sales people as in the Christmas trading season. 
One of the two shops was so far behind in its deliveries that 
it awoke customers after midnight to receive their orders at 
their doors. Yet this is presidential year. It is supposed to 
be deadly dull for business until after election day. The car- 
loading (elsewhere in this issue) indicates, if anything, that 
the national capital is not the only point in the country where 
trade is brisk. It might be suggested that the people are not 
taking much interest in the campaign. That, it is suspected, 
would evoke laughter. It might be suggested that the people, 
by reason of the radio and straw votes, had obtained informa- 
tion enough to satisfy themselves as to what the outcome would 
be on election day, and that therefore they had gone back to 
work. John Sherman, twice a member of the President’s cab- 
inet, read election returns to his neighbors in Mansfield, O., in 
1884, the year Grover Cleveland was first elected. They showed 
gains by precincts in New York state for the Republicans. 
Youngsters of that political faith applauded so much that the 
veteran statesman became irritated. “Don’t crow, you young 
cockerels, until you are out of the woods,” he admonished them. 
Then he pointed out that the gain to the precinct over the pre- 
ceding year was not great enough to warrant Republican cheers. 
Carloading and department store deliveries after midnight are 
facts, it might be suggested, but inferences drawn therefrom 
are no more than inferences. 





Wire and Wireless to Honor an Old Telegraph Operator.— 
A nation-covering mesh of wire and wireless is to send to every 
corner of the land the evening of October 20 the words of ap- 
preciation to be spoken about Thomas A. Edison, undoubtedly 
the most distinguished telegraph operator the world has ever 
known. That is said notwithstanding that the late Andrew 
Carnegie was also a telegraph operator and that many railroad 
presidents have risen from the key to be boss of all keys and 
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everything else on their railroad systems. Congress ordered, 
last May, that the treasury strike a medal in honor of Edison. 
The order has been obeyed. A week from today the medal is 
to be handed to him. Andrew W. Mellon is to make the pres- 
entation. It is a gold medal, of course, in commemoration of 
the achievements of Mr. Edison “in illuminating the path of 
progress through the development and application of inventions 
that have revolutionized civilization in the last century.’’ Edison 
will receive the medal in his workshop at West Orange, N. J., 
better known as his labratory. The Latin word, in many ears, 
sounds better than the Saxon term. The probabilities are that, 
when Edison says where he is going, he announces that he is 
going down to his shop. President Coolidge will make an ad- 
dress that will be sent to the uttermost parts of the country, 
through the generosity of the General Electric Company, one 
of the large industries of the country greatly benefited by Edi- 
son’s work. Just now the presentation of the medal is a large 
piece of news. A century hence the medal will be one of many 
things the museums will have collected to remind the observers 
that Edison was appreciated by his own generation. History 
remembers what its heroes do but seldom mentions the mani- 
festations of appreciation given in their lifetime. What history, 
it might be asked, records the medals, swords, and other me- 
mentos given Julius Cesar, George Washington, or Abraham 
Lincoln? Ordinary mortals do not enshrine their own names 
by such things, though they may think they do so. A Boswell 
does make himself memorable by the excellence of his work, 
however menial it may seem.—A. E. H. 


BARGE LINE FOURTH SECTION 


The Commission, in a notice of hearing, has announced that 
a hearing will be held at New Orleans, La., December 6, before 
Examiner F. W. White, at the St. Charles Hotel, beginning at 
10 a. m., on fourth section application No. 13500, filed by the 
Mississippi-Warrior Service, Warrior Service, Warrior River 
Terminal Company on behalf of themselves and carriers parties 
to their and to W. M. Hough’s tariffs. Mr. Hough is the tariff 
publishing agent for the barge lines. * 

The notice gives an outline of the territory covered by the 
rates as to which the relief is desired. There was uncertainty 
among those whose duties brought them into contact with the 
application as to whether it was intended to be a part of the 
move by the barge lines for joint rates and routes over prac- 
tically the whole country recently initiated or merely related to 
rates now in effect or being put into effect in the routine of 
tariff publication. The inclination was to regard the application 
as being in aid of the move for a wide extension of the through 
route and joint rate arrangements initiated by the barge line. 
The Commission’s notice follows: 


The above-numbered application by which the Mississippi- Warrior 
Service, Warrior River Terminal Company for themselves and on 
behalf of carriers parties to their tariffs.and Agent W. M. Hough’s 
tariffs referred to therein, ask for authority to establish rates out- 
lined below without observing the long-and-short-haul provision of 
the fourth section of the interstate commerce act is assigned for 
hearing December 6, 1928, 10 o’clock a. m., standard time, at the 
St. Charles Hotel, New Orleans, La., before Examiner F. W. White. 

Class and commodity rates (to, from and) via the Mississippi- 
Warrior Service: (a) Between Mobile, Ala., New Orleans, La., Baton 
Rouge, La., Vicksburg, -Miss., Helena, Ark., Memphis, Tenn., Cairo, 
Ill., E. St. Louis, Ill., St. Louis, Mo., Dubuque, Ia., St. Paul, Minn., 
Minngapolis, Minn., and other barge lines ports on the one hand and 
interior points on rail lines in the states of: Alabama, Arkansas, 
Colorado, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Michi- 
gan, Minnesota, Mississippi, Missouri, Montana, Nebraska, New 
Mexico, New York, North Dakota, Ohio, Oklahoma, Pennsylvania, 
South Dakota, Tennessee, Texas, Virginia, West Virginia, Wisconsin, 
Wyoming, and others, in connection with the barge line via the ports 
of: Baton Rouge, La., Cairo, Ill., Dubuque, Ia., E. St. Louis, IIl., 
Helena, Ark., Keithsburg, Ill., Memphis, Tenn., Minneapolis, Minn., 
St. Louis, Mo., St. Paul, Minn., Vicksburg, Miss., and other ports, as 
the case may be and rail lines inland. 

(b) Between New Orleans, La., and Mobile, 
hand, and interior points on rail lines in the states of Alabama, 
Florida, Georgia, Kentucky, Mississippi, North Carolina, Tennessee, 
and Virginia on the other, in connection with the barge line via the 
ports of Mobile, Holt and Birmingport, Ala., and rail lines inward. 

(c) Between Birmingham district points and points in the states 
of Louisiana and Texas via the ports of New Orleans and Baton 
Rouge, La. 

(dy) Between interior points in the states of Illinois, Indiana, 
Iowa, Kansas, Kentucky, Michigan, Minnesota, Missouri, Nebraska, 
New York, North Dakota, Ohio, Pennsylvania, South Dakota, West 
Virginia, Wisconsin, on the one hand, and interior points in the 
states of Alabama, Arkansas, Louisiana, Mississippi, New Mexico, 
Oklahoma, Tennessee and Texas, on the other hand, in connection 
with rail lines to the various ports of interchange with the barge 
lines, via barge line, to ports of interchange with the rail carriers 
and rail lines inland, made by using the usual differentials, not ex- 
ceeding twenty per cent of the all-rail rates between ports of inter- 
change, under the contemporaneous all-rail rates. The applicants 
should be prepared to furnish information outlined in fourth section 
order No. 8900. 


Ala., on the one 


UPPER MISSISSIPPI CHANNEL 


On protest of Representative Newton, of Minnesota, and 
others against an adverse report on proposed deepening of the 
upper Mississippi channel to 9 feet, Secretary of War Davis 
has reopened the matter for further investigation. Secretary 
Davis explained the situation in the following statement: 
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The Congress and the War Department have been j 
terested for some time in extending the successful light q 
navigation on the Ohio and lower Mississippi to the upper Mi 
sissippi. To this end, considerable expenditure has been maj 
on the upper Mississippi River with which a low water dep 
of approximately 5 feet has been secured. 

The work done has so improved the river that it was pr 
ticable for the department to extend the barge line service to 4 
Twin Cities. Additional funds are being spent in deepening ty 
shoal places in the river and preparing for the construction if 
a lock and dam below St. Paul so that a depth of 6 feet—thy 
amount contemplated by the congressional project—imay be «. 


_ 


| 



















cured as soon as possible. A 
Congress has also called on the department for « report ir 
to the advisability of further deepening the river to 9 feet. a mi 
district engineer’s preliminary report on this propject was y, terials 
favorable, as such data as he was able to_ secure from logy nas b 
interests and otherwise did not, in his opinion, indicate that ter 
expenditure would be justified at this time. This conclusion ma 
been protested by the Hon. Walter H. Newton, member of (opm East 
gress, the Mississippi Valley Association and others who belieyMi missi 
that this additional improvement of navigation would be gg. nd 
nomically justified by the benefits it would confer on the uppe fou 
Mississippi Valier. South 
In accordance with its general practice in such matters, th duly 
department has arranged for further opportunity for the logy ius 
interests to present additional data by authorizing the return un) 
the report by the division engineer to the district engineer, wit, direc! 
instructions to afford the protestants and all others interested, natio 
further opportunity to collect and submit the data supporting f 40 
their views. All such data will be given careful study befon ol 4” 
submitting a report to Congress for its consideration. app 
REVENUE FREIGHT LOADING oy 
the ] 
Revenue freight loading the week ended September 29 was dista 
within 12,000 cars of the peak loading for any week in the his the 1 
tory of the railroads. The total was 1,196,768 cars. The recor The 
loading that has not yet been surpased was 1,208,878 cars the was 
week ended October 29, 1926. inves 
Loading the week ended September 29 represented an jp. held 
crease of 53,554 cars over the preceding week, and an increas eral 
of 69,865 cars and of 16,719 cars over the corresponding periods of tl 
of 1927 and 1926, respectively. Loading of live stock and ong ™¥ 
fell off slightly the week ended September 29 as compared with lina 
the preceding week. All other commodities showed increases. pres 
Revenue freight loading by districts the week ended Sep. pres 
tember 29 and for the corresponding period of 1927 was reported 
as follows: com 
lina 
Eastern district: Grain and grain products, 6,977 and 7,203; live alle; 
stock, 2,733 and 2,887; coal, 48,586 and 42,727; coke, 2,514 and 2,413; stat 
forest products, 4,092 and 5,049; ore, 6,040 and 5,007; merchandise, | 
L. C. L., 74,419 and 72,008; miscellaneous, 119,044 and 107,976; total, Fer 
1928, 264,405; 1927, 245,275; 1926, 265,329. bor 
Allegheny district: Grain and grain products, 2,984 and 3,227; van 
live stock, 2,518 and 2,632; coal, 50,074 and 44,943; coke, 5,364 and 
4,618; forest products, 3,056 and 2,995; ore, 12,437 and 10,698; mer- mal 
chandise, L. C. L., 57,604 and 57,654; miscellaneous, 102,309 and 95,608; tha 
total, 1928, 236,346; 1927, 222,375; 1926, 237,811. 
Pocahontas district: Grain and grain products, 197 and 211; live inte 
stock, 323 and 322; coal, 45,277 and 46,113; coke, 383 and 316; forest 
products, 1,627 and 1,981; ore, 249 and 113; merchandise, L. C. L, als 


7,928 and 8,046; miscellaneous, 7,827 and 6,914; total, 1928, 63,811; 1927, wel 
64,016; 1926, 60,342. unc 
Southern district: Grain and grain products, 3,896 and 3,513; live 
stock, 2,454 and 2,256; coal, 28,745 and 30,974; coke, 484 and 616; forest ere 
products, 20,785 and 22,063; ore, 1,128 and 1,219; merchandise L. C. L, cor 
42,119 and 43,967; miscellaneous, 64,482 and 64,906; total, 1928, 164,093; 
1927, 169,514; 1926, 168,250. 
Northwestern district: Grain and grain products, 27,259 and 
23,710; live stock, 8,972 and 8,790; coal, 9,048 and 10,754; coke, 1,391 
and 1,250; forest products, 16,016 and 15,946; ore, 38,037 and 32,251; 
merchandise, L. C. L., 34,788 and 35,266; miscellaneous, 50,592 and Fit 
44,345; total, 1928, 186,103; 1927, 172,312; 1926, 183,598. Y 

















Central Western district: Grain and grain products, 15,516 and the 
11,869; live stock, 15,493 and 14,202; coal, 17,496 and 12,778; coke, 404 ha 
and 391; forest products, 11,814 and 11,243; ore, 3,759 and 3,085; mer- Ma 
chandise, L. C. L., 36,019 and 35,745; miscellaneous, 80,364 and 75,119; : 
total, 1928, 180,865; 1927, 164,432; 1926, 173,656. ; tor 

Southwestern district: Grain and grain products, 6,506 and 5,277; 801 
live stock, 4,169 and 4,338; coal, 7,068 and 5,440; coke, 209 and 207; the 
forest products, 9,543 and 8,564; ore, 459 and 506; merchandise, L. C. 

L., 17,311 and 18,291; miscellanéous, 55,880 and 46,356; total, 1928, at 
101,145; 1927, 88,979; 1926, 91,063. . de 

Total, all roads: Grain and grain products, 63,335 and 55,010; live pr 
stock, 36,662 and 35,427; coal, 206,294 and 193,729; coke, 10,749 and 
9,816 forest products, 66,933 and 67,841; ore, 62,109 and 52,879; mer- tai 
chandise, L. C. L., 270,188 and 270,977; miscellaneous, 480,498 and 
411,224; total, 1928, 1,196,768; 1927, 1,126,903; 1926, 1,180,049. qT) 

Loading of revenue freight in 1928 compared with the two be 
previous years ‘follows: he 

1928 1927 1926 Se 

Four weeks in January ............. 3,447,723 3,756,660 3,686,696 P: 

Four weeks in February ............ 3,589,694 3,801,918 3,677,382 h 

Five weeks in March .............+. 4,752,031 4,982,547 4,805,700 . 

Four weeks in April ...........+2+6. 3,738,295 3,875,589 3,862,703 to 

Four weeks in May .........seeeeeee 4,006,058 4,108,472 4,145,820 V 

PIGS WHOM TA TUNG 2.502550. c2sccees 4,923,304 4,995,854 5,154,981 at 
ee WS Ee BE Se. Ces cacecsevaces 3,942,931 3,913,761 4,148,118 

Four weeks in August .............. 4,230,809 4,249,846 4,388,118 in 

Five weeks in September ........... 5,586,284 5,488,107 5,703,161 th 

hase tds wees ewe etacioieite 38,217,129 39,172,754 39,572,629 t 

i 

A CORRECTION H 

Referring to the item in The Traffic World of October 6, h 


page 796, concerning a new C. and E. I. facility, it is explained 
that the new crane described was installed by the C. and W. I. 
for the benefit of its tenant lines—the C. and E. I., the Monon, 
the Erie, the A. T. and S. F., the Grand Trunk, and the Wabash. 
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October 13, 1928 


S. C. FERTILIZER MINIMUM 


An order requiring the railroads to establish and maintain 
a minimum of 40,000 pounds on fertilizers and fertilizer ma- 
terials, intrastate, in South Carolina, not later than January 10, 
has been issued in No. 16335, rates on fertilizers and fertilizer 
materials within the state of South Carolina, and No. 20454, 
East Coast Fertilizer Co. vs. Alcolu Railroad et al. The Com- 
mission, in a report written by Commissioner Eastman, has 
found the minimum weight of 30,000 pounds maintained within 
South Carolina to prejudice unduly interstate shippers and un- 
duly to prefer shippers located within that state and result in 
unjust discrimination against interstate commerce. The order 
directs the removal of the undue prejudice and unjust discrimi- 
nation by the establishment, within the state, of the minimum 
of 40,000 pounds. That minimum was prescribed for interstate 
application in the Fertilizer Investigation, 113 I. C. C. 389. 

No order was made in that case requiring the establishment 
of the minimum on intrastate traffic. The federal body expressed 
the hope that the state commissions would establish both the 
distance scale rates and minimum. South Carolina established 
the rates, but said they should apply on a minimum of 30,000. 
The carriers invoked the thirteenth section. Their invocation 
was filed in time to be heard in connection with the general 
investigation case. Intrastate rates in South Carolina were then 
held in suspension by an injunction. In its report in the gen- 
eral investigation the Commission said that the maintenance 
of the intrastate rates then temporarily enjoined would result 
in undue prejudice and unjust discrimination. The South Caro- 
lina commission avoided that condemnation to the extent of 
prescribing the same distance rates, but, as before set forth, 
prescribed the lower minimum which has now been condemned. 

In justification of the lower minimum the South Carolina 
commission asserted that conditions were such in South Caro- 
lina that the farmers needed the lower minimum. Farms were 
alleged to be smaller, on the average, than in the surrounding 
states in which the higher minimum had been put into force. 
Fertilizer manufacturers in North Carolina and Georgia, on the 
borders of South Carolina, asserted that they were at a disad- 
vantage in comparison with South Carolina manufacturers in 
marketing their fertilizers in South Carolina. They asserted 
that they could not absorb a difference of more than $1 per ton. 

The Commission said that upon the record it was clear that 
interstate manufacturers not only at Wilmington, N. C., but 
also at Savannah and Augusta, Ga., and other interstate points 
were unduly prejudiced and manufacturers in South Carolina 
unduly preferred by the difference in minima, the undue pref- 
erence resulting in unjust discrimination against interstate 
commerce. 


SALEM-FITCHBURG COAL RATE 


In a report written by Commissioner McManamy, in No. 19153, 
Fitchburg Gas & Electric Light Co. vs. Boston & Maine et al., 
the Commission, by division 2, has found unreasonable the line- 
haul rate of $1.51 on soft coal from Salem, Mass., to Fitchburg, 
Mass., to the extent it exceeds or may exceed $1.20 per long 
ton, over the Boston & Maine. It has further found not unrea- 
sonable a rate of 38 cents per ton for the switching of coal from 
the rails of the Boston & Maine to the plant of the complainant 
at Fitchburg, which is on the rails of the New Haven. It has 
declared that the allegations of unjust.discrimination and undue 
— in respect of the switching rate have not been sus- 
ained. 


The rate of $1.51 applies on coal from Hampton Roads, Va. 
The complainant until January 1, 1926, brought coal it had 
bought f. o. b. Hampton Roads to New Bedford, Mass., for rail 
haul to Fitchburg. A blanket rate of $1.51 is maintained from 
Salem, New Bedford, Fall River and Boston, Mass., and from 
Providence, R. I., to Fitchburg for the line-haul, although the 
hauls vary considerably in length. The haul from New Bedford 
to Fitchburg is 89 miles, while from Salem it is only 55 miles. 
When a large and modern coal handling plant was established 
at Salem, according to the report, the complainant began divert- 
ing its coal through that port. The facilities are operated by 
the Salem Terminal Corporation, related, says the report, in 
some undisclosed manner to Charles’ H. Tenney & Co., which, 
in turn, is related to the complainant under a “management 
contract.” That diversion caused the imposition of the New 


Haven’s switching charge at Fitchburg, because the New Haven: 


had not had the rail haul. 

Complainant made three suggestions. One was for a 
through route composed of the rails of the New Haven and 
the Boston & Maine, with the former as the delivering line in 
Fitchburg, in which the Boston & Maine would receive a line- 


THE TRAFFIC WORLD 


Decisions of Interstate Commerce Commission 
er 









haul of 52 miles and the New Haven a line-haul of 15 miles, as 
one that would not materially short-haul the originating Boston 
& Maine. Another was that the Boston & Maine be compelled 
to absorb the New Haven’s switching charge and a third was 
that a line-haul rate of not more than $1 and a switching charge 
of $5 be ordered. Mr. McManamy considered two of the three 
suggestions as strongly pointing to the New Haven switching 
charge as the real basis of the complaint. 

Commissioner McManamy said that only a few facts were 
proved in the case, one of which was that the ports on coal 
rates into the interior were equalized. That, he said, was not 
proof that the Salem-Fitchburg rate, increased since January 1, 
1910, was reasonable. He said that why the equalization should 
be maintained, without regard to distance was not explained. The 
inconsistency of publishing and maintaining rates for shorter 
distances than those contemporaneously maintained for longer 
distances, he added, was not explained beyond the general 
statement that they were largely “paper rates.” Further in 
connection with that point he said: 


The fact that the Salem-Fitchburg rate, here assailed, is not 
higher than sonie- other rates for comparable distances under which 
coal actually moves from tidewater to interior points, is not proof 
that the rate is reasonable, per se, especially where, as here, there 
is contra proof that other rates less in amount for greater distances 
are concurrently maintained. What we may have found upon the 
evidence of record in other cases relating to rates for transportation 
between different points, even though between tidewater and New 
England interior points, is not, of course, res adjudicata of the issue 
of reasonableness raised upon this record. 


In disposing of the case, he said, a rate of $1.20 for the line- 
haul would be in line with the New Haven’s rate for the longer 
haul from New Bedford to Fitchburg, also with the increased 
rate of the B. & M. for the considerably longer haul from 
Salem to Springfield, and would be the same as the rate from 
Boston to Worcester for approximately the same distance. The 
finding that $1.20 would be a reasonable rate is backed by an 
order requiring its establishment not later than December 10. 


NEW POTATO ADJUSTMENT 


A readjustment of rates on potatoes from the Greeley, Colo., 
and Red River Valley, Minnesota-North Dakota, districts has 
been ordered not later than December 19, in No. 16613, State of 
Colorado et al. vs. Santa Fe et al., a sub-number, Grand Forks 
Commercial Club vs. Ahnapee & Western et al., and No. 16614, 
State of Colorado et al. vs. Santa Fe et al. The orders are 
based upon findings of unreasonableness and undue prejudice 
on one phase and undue prejudice in others. 

In a report written by Commissioner Aitchison, the Com- 
mission, by division 2, found unduly prejudicial the rates on 
potatoes, from the Greeley district to named points in Arkansas, 
Missouri, Tennessee, Mississippi and Alabama. It found the 
rates to other destinations in Western Trunk Line, Southwestern 
and Mississippi Valley territories neither unreasonable nor other- 
wise unlawful. 

Rates on the same commodity from the Red River Valley 
district in Minnesota and North Dakota to destinations in Arkan- 
sas, Oklahoma and Louisiana were found unreasonable and to 
destinations in those states and in Wisconsin, Iowa, Illinois, 
Tennessee, Mississippi, Alabama, Missouri, and Kansas not un- 
reasonable but unduly prejudicial. 


In No. 16614, Colorado attacked the rates and refrigeration 
charges on cabbage from the Greeley district and producing 
points grouped therewith to named destinations in Arkansas 
and Oklahoma, to points in Illinois, in Western Trunk Line, 
Southwestern and Mississippi Valley territories. The report 
finds the rates on cabbage to points in Arkansas and Oklahoma 
unreasonable, but neither unreasonable nor otherwise unlawful 
to points in Illinois and the other territories mentioned. 

In the title complaint the rates were alleged to be unduly 
preferential of shippers in Michigan, Wisconsin, Minnesota and 
the Dakotas in addition to being unreasonable and unduly 
prejudicial and unjustly discriminatory. 

The sub-number alleged the rates on potatoes from the Red 
River Valley district to destinations in Wisconsin, Iowa, Ten- 
nessee, Mississippi and a number of other states were in viola- 
tion of the first three sections of the interstate commerce act 
and unduly preferential of the Greeley district and the Princeton- 
Cambridge district of Minnesota. 

Commissioner Aitchison said the present case, in a large 
measure, presented the same issues as those in Commercial 
Club of Greeley vs. C. & S., 53 I. C. C. 66. In his discussion 
of the cases he said the complainants, in their briefs and argu- 
ments, claimed the benefits of the Hoch-Smith resolution as en- 
titling them to the lowest lawful rates compatible with the main- 
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tenance of adequate transportation service. On that point he 


further said: 


The records in these cases were not particularly presented so 
as to show the particular facts establishing a case for relief under 
that resolution, but were directed to the establishment of reasonable 
rates according to the usual standards, and to the curing of alleged 
undue prejudice to complainants and preference of their competitors. 
Therefore these records afford little basis for the prescgiption of the 
lowest possible lawful rates on this traffic. However, in fixing the 
general basis for rates on potatoes and cabbage we have necessarily 
given weight to the provisions of the Hoch-Smith Resolution. 


The report said that the record did not support a finding 
of unjust discrimination. The findings follow: 


We find that the rates on potatoes, in carloads, from the Greeley 
district to Fort Smith, Little Rock, and Hot Springs, Ark., Memphis, 
Tenn., and Vicksburg, Miss., are and for the future will be, un- 
reasonable to the extent that they exceed, or may exceed 67 cents 
to Fort Smith, 73 cents to Little Rock and Memphis, 76 cents to 
Hot Springs, and 84 cents to Vicksburg, subject to a minimum weight 
of 30,000 pounds from June 1 to September 30 and of 36,000 pounds 
from October 1 to May 31, and to points in Tennessee and Alabama 
to the extent that the factors to Cairo, Ill., exceeds 63 cents sub- 
.ject to the same minimum weights; and that otherwise the rates 
assailed in No. 16613 are not unreasonable. 

We further find that the rates assailed on potatoes, in carloads 
from the Greeley district to the following points are, and for the 
future will be unduly prejudicial to producers in that district and 
their traffic and preferential of producers in the Cambridge district 
and their traffic to the extent that the rates from the Greeley district 
exceed or may exceed those from Cambridge, Minn., to the same 
points by more than the following amounts, subject to the same 
minimum weights as apply from Cambridge: St. Louis, Mo., 20 cents; 
Memphis, Tenn., 16 cents, Helena, Ark., 9 cents; and to points in 
Tennessee and Alabama to the extent that the factor to Cairo, IIL, 
exceeds or may exceed the factor on like traffic from Cambridge by 
more than 24 cents; and that otherwise the rates assailed in No. 
16613 are not unduly prejudicial. 

We further find that the rates on potatoes, in carloads, from 
Grand Forks, N. D., and points in the Red River valley district 
grouped therewith to points in Arkansas, Oklahoma and Louisiana 
are, and for the future will be, unreasonable to the extent that 
they exceed or may exceed the contemporaneous rates from Cam- 
bridge, Minn., by more than 10 cents; and that otherwise the rates 
assailed in No. 16613 (Sub-No. 1) are not unreasonable. 

We further find that the rates assailed on potatoes, in carloads, 
from Grand Forks, N. D., and points in the Red River valley dis- 
trict grouped therewith, to points in Wisconsin, Iowa, Illinois, Tenn- 
essee, Mississippi, Alabama, Missouri, Kansas, Oklahoma, Arkansas 
and Louisiana and to points east of the Illinois-Indiana state line 
are, and for the future will be, unduly prejudicial to producers in 
that district and their traffic and preferential of producers in the 
Cambridge district and their traffic to the extent that the rates 
from Grand Forks exceed or may exceed those from Cambridge, 
Minn., by more than the amounts determined by use of the fol- 
lowing formula: 


Where the short-line distance Amount of 
from Cambridge, Minn., is difference 
ee OE BO TOS 6 daccinscccecceebennccreneseeaes 17 cents 
ee yn ENO os 6 6::0:0-5.0.% 6:66 6-6. 6:6.0.610 0 0:pi0 04:80 oa4r0.6 16 cents 
ee ee I NN I 66:66: 0: 0:050:0:.0:6.0 0:0:6.96:6:0.610 4 b4.0 bee owaies 15 cents 
I CRI I. 5a 05 0 6.8.5.0 .0:0:056.6:0:0:6:0,4:6:60:00'0 10 400.06 0 14 cents 
ee ee ee a ee re 13 cents 
ee en SP CR MIN, 6a. :n co 0:0 0:8 644066 sceginesiéeaeeee 12 cents 
ee ee CR CY TNO INO sd 0-0. 6.0 50:66 -0'b 410606660 acer dsiones 11 cents 
sg RE er ee 10 cents 


These differentials are maximum differentials and our findings 

herein are not to be understood as authority to increase the differ- 
entials Grand Forks over Cambridge where they are less than the 
amounts resulting from the use of the above formula. These findings 
are without prejudice to any action which may be taken in No. 20337, 
Leonard Crosset & Riley vs. A. H. T. Ry., now pending, in which the 
rates on potatoes from the Red River valley to points in the south- 
west are in issue. 
_ We further find that the rates on cabbage, in carloads, from 
Greeley, Colo., and producimg points in Colorado grouped therewith 
to Fort Smith, Ark., and Tulsa, Muskogee and Oklahoma City, Okla., 
are, and for the future will be, unreasonable to the extent that they 
exceed or may exceed 73 cents to Ft. Smith, 65 cents to Tulsa and 
Oklalfoma City, and 68 cents to Muskogee; and that otherwise the rates 
assailed in No. 16614 are not unreasonable or unduly prejudicial. 

We further find that the refrigeration charges assailed in No. 
16614 are not unreasonable or otherwise unlawful. 








GUYANDOT VALLEY CONSTRUCTION 
In Finance No. 6067, construction of line by Virginian & 
Western; Finance No. 5161, construction of line by Guyandot 
& Tug River, and Finance No. 4818, proposed construction of 
lines by Chesapeake & Ohio, the Commission has denied the 
petition of the Chesapeake & Ohio for reconsideration and re- 
argument. (See Traffic World, Aug. 11, p. 318.) 


CONNELLSVILLE EXTENSION 


The Commission, in finance No. 6229, proposed construction 
of extension by Pittsburgh & West Virginia Railway Co., has 
voted against grant of the peitions of the Baltimore & Ohio, the 
Pennsylvania, and the Nickel Plate, interveners, praying that 
the case be reopened for reargument and reconsideration. Mere 
announcement of the adverse vote was made. The Commission 
seldom, if ever, has announced any reasons it may have for 
refusing petitions of that sort. In this case the suggestion was 
made that the Pittsburgh & West Virginia acquired a vested 
interest by starting on the construction of the extension the 
day after the certificate was granted. It notified the Commis- 
sion, without delay, that it had started work in accordance with 
the certificate. 

The certificate authorizes the applicant to build an exten- 
sion of its line from Cochran’s Mill to Connellsville, Pa., so 
that connection with the Western Maryland may be made. That 
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would be in accordance with the old Gould plan for the creatig, 
of a trunk line in which the Wabash, the Wabash Pittsburg; 
extension, now gnown as the Pittsburgh & West Virginia, and 
the Western Maryland would be parts. The trunk lines Opposed 
the Connellsville extension by, the applicant on account of j 
conflict with the four-party plan for the consolidation of raj, 
roads in the eastern part of the country. The trunk lines, afte, 
the decision in favor of the applicant, asked for reargument anj 
reconsideration, with the result as herein set forth. 

Denial or failure to grant the prayer of the trunk lines fy 
reconsideration and reargument is the result of a tie vote jy 
the Commission, five voting for and five voting against the 
prayer. Two votes, it is understood, were taken. One was ty 
reconsider the vote by which the Commission had granted the 
certificate permitting extension. The other was to grant the 
prayer for what amounted to a reopening for further consi¢. 
eration and argument. 

Commissioner Woodlock was absent, making the tie pos 
sible. Commissioner Farrell, who did not vote when the origina] 
decision was made, took part in the disposition of the trunk 
line petition. Commissioner Meyer was also present and par. 
ticipated in the voting on the prayer. He was away when the 
original vote was taken attending the hearings in the Hoch. 
Smith grain case. (See Traffic World, June 23, p. 1544.) Com. 
missioner Woodlock was at Atlantic City, recovering his health, 
when the vote on the trunk line petition was taken. 

The vote on the petition was not made public. As con. 
strued by the custodians of the minutes of the Commission, the 
law does not require them to make public the votes except to 
parties in interest, if and when they make request therefor, 
In announcing its action on the petition the Commission did 
not say the petition was denied. It said that upon consideration 
of the matter it had determined that the “prayer be not granted.” 
The unusual form of the announcement attracted attention, with 
the result that the fact about a tie vote became known among 
those who made inquiries about the matter. 


ACQUISITION AUTHORIZED 

The Commission, by division 4, in finance No. 7070, acquisi- 
tion and operation of line by Long Island R. R. Co., has author- 
ized the applicant to acquire the property of the Degnon 
Terminal Railroad Corporation, consisting of about 2.29 miles 
of industrial track, a locomotive and other property of the 
terminal company, for $75,000 in cash, and also to operate it. 
The road is in Queens County, N. Y. It was built in 1913 as 
an incident to the operations of the Degnon Contracting Co. 
It has been operating since 1916. According to the books it 
lost $194,115.65 while it was being maintained as an aid in the 
sale of real estate on which there are now 22 industries. 

Commissioner Eastman dissents, on the ground he assigns 
in such cases, that the Commission is without jurisdiction under 
paragraph 18 of section 1 to grant the application. 


CANTON & CARTHAGE OPERATION 


In finance No. 6960, acquisition and operation of line by 
Canton & Carthage Railroad Co., the Commission, by division 4, 
has authorized the Canton & Carthage to acquire and operate 
a line of railroad in Madison and Leake counties, Mississippi, and 
to operate over a portion of the railroad of the Illinois Central 
at Canton, Miss. It aiso has authorized the Canton & Carthage 
to issue $100,000 of capital stock and $400,000 of promissory 
notes. A request for permission to retain excess earnings was 
dismissed. 

The line to be acquired extends ffom Canton to Carthage, 
Miss., a distance of 33 miles. The operation at Canton will be 
over 1.15 miles of line of the Illinois Central. The Canton- 
Carthage line has been partly constructed by the Pearl River 
Valley Lumber Company. Eleven miles of the line, from Canton 
to River Junction, have been built and operated as a logging road 
by the lumber company for several years, and the remainder 
of the line is in process of construction, according to the report. 
It is expected that the road will be completed to Carthage by 
January 1, 1929. 

For the 33 miles of railroad, together with the right-of-way 
upon which it is built and is to be built, but including only a 
leasehold right in the rail, except for the first 2,026 feet thereof, 
the applicant is to pay the lumber company $400,000 in install- 
ments, the deferred payments to be evidenced by promissory 
notes. The stock is to be sold at par for cash and the proceeds 
used for working capital, for building stations, for additions and 
betterments, and for equipment. 

Commissioner Porter, concurring in part, disagreed with his 
colleagues as to the denial of permission to retain excess 
earnings. After pointing out that the majority refused this per- 
mission as to the eleven miles of line already constructed on 
the ground that that part of the line had been in operation for 
several years and as to the part of the line under construction 
because it is “not being constructed by the applicant, but by 
another corporation,” the commissioner, asserting also that he 
could not agree with the construction placed on paragraph 18 
of section 15-a in this case by the majority, said: ; 
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It seems to me that such a construction of the section is entirely 
too narrow. This paragraph, coupled as it is with the preceding 
ragraphs empowering us to invest and administer as a revolving 
- d the earnings of carriers in excess of a fair return as therein 
a ined was intended to vest us with wide discretionary power to 
et new railroad projects from contribution to such a fund over a 
- ited period in order to enable them to write off some of the first 
oa of construction. The majority construction is theoretical and 
grammatical rather than practical. | , ; 
The act provides that any carrier or any corporation organized 
to construct and operate a railroad which proposes to “undertake 
the construction and operation of a new line of railroad’ may apply 
to us for exemption. If the section is to be construed grammatically, 
to the exclusion of its clear intent, I assume that use of the dis- 
iunctive “or’ instead of the conjunctive “and” in the portion quoted, 
would be sufficient for this applicant to succeed in its request. I can 
not agree With a construction which “splits hairs’ in this fashion. 
The statute covers both construction and operation of new lines. In 
my opinion there is no more reason to deny permission to this ap- 
plicant as to the newly constructed portion because the lumber com- 
pany is physically constructing the line, than there would be if the 
work was being performed by a construction company hired by the 
icant. 
wr would go further and grant the permission sought as to the 
entire line. I can see no sound reason for the distinction attempted 
to be drawn between the 11 miles constructed and the 22 miles under 
construction. The new project is to be operated as a whole. The 
present line of 11 miles has never been operated as a common carrier 
subject to our jurisdiction. Considered as an indivisible part of an 
entire new project it is as much a new line to all practical purposes 
as though it had never been in existence. Moreover, I do not see 
how it would be feasible to separate the excess earnings of a portion 
of the line from the earnings of the whole. i : 
The statute gives us broad discretionary power in the admin- 
istration and distribution of this fund. The particular paragraph 
here considered also gives us discretion in determining the period 
of exemption and the amount of excess earnings to be exempted in 
respect of new lines. I prefer to administer it by determining whether 
we have in fact a ‘‘new line of railroad’’ which needs the exemption, 
and not by stressing so much the identity of the constructor of the 
new line. 


FINANCE APPLICATIONS 


Finance No. 5683. The Wabash Railway Co., in a second sup- 
plement to the application in this proceeding, asks that the order of 
the Commission entered on September 20, 1926, authorizing the ap- 
plicant to issue $15,500,000 of 5% refunding and general mortgage 
bonds, as modified by a supplemental order of December 17, 1927, be 
further modified so that so much of the proceeds of the bonds or 
of the cash on deposit with the corporate trustee against the issue 
of the bonds as is not used for the purposes stated in the original 
application and report and supplemental application and report may 
be used for other purposes, 

Finance No. 6098. Supplemental application of the Erie Railroad 
Co. for an order reducing the amount of common capital stock 
authorized by order of February 24, 1927, from $39,254,200, consisting 
of 392,542 shares of par value of $100 each, to $38,634,800 of common 
stock, consisting of 386,348 shares of the par value of $100 each, in 
order that the amount of stock authorized to be issued for conversion 
of series D bonds shall conform to the amount actually issued. . 

Finance No. 4661. Application of Detroit, Toledo & Ironton Rail- 
road Co. for modification of order of April 1, 1925, in such manner 
that the amount of bonds authorized shall be reduced from not ex- 
ceeding $1,181,000 to not exceeding $1,000,000, the amount actually 
issued and disposed of. ‘ 

Finance No. 7149. Joint petition of Mountain States Telephone 
& Telegraph Co., and Robert Bourne, doing business as Duran-Vaughn 
Telephone Co., for approval of acquisition by former of properties of 
latter in New Mexico. ; 

Finance No. 7150. Minarets & Western Railway Co. asks author- 
ity to issue $1,500,000 of 51%4 per cent first refunding mortgage bonds 
and to issue 19,500 shares of capital stock, par value $100 a share, 
to refund existing obligations. 


UNCONTESTED FINANCE CASES 


teport and certificate in F. D. No. 6963, authorizing the Pajaro 
Valley Consolidated Railroad Co. to abandon, as to interstate and 
foreign commerce, operation of lines of railroad in Monterey and 
Santa Cruz counties, Calif., which extends from Spreckels in a gen- 
erally northerly direction te Watsonville, a distance of 27.252 miles, 
with three branch lines aggregating 12.781 miles, approved. ihe 

Report and certificate in F. D. No. 7071, authorizing the Klickitat 
Log & Lumber Co. to abandon operation, in interstate and foreign 
commerce, of a line of railroad in Klickitat county, Wash., extend- 
ing from a connection with the Spokane, Portland & Seattle Railway, 
at Klickitat, in a northwesterly direction to Plateau, a distance of 
16 miles, approved. 

Report and order in F. D. No. 7017, (1) authorizing the Cin- 
cinnati Union Terminal Co. to issue $3,500,000 of common capital 
stock, consisting of 35,000 shares of the par value of $100 each; said 
stock to be sold to proprietary companies at not less than par and 
the proceeds used for the purpose stated in the report; and (2) author- 
izing the acquisition of control of the Cincinnati Union Terminal Co. 
jointly by the Baltimore & Ohio, the Chesapeake & Ohio, the Cin- 
cinnati, New Orleans & Texas Pacific, the Cleveland, Cincinnati, Chi- 
cago & St. Louis, the Louisville & Nashville, the Norfolk & Western, 
and the Pennsylvania, by purchase of capital stock in equal amounts, 
approved. = 

Report, certificate and order in F. D. No. 7056, authorizing the 
Ludington & Northern Railway to construct an extension of its line 
of railroad in Mason county, Mich., a distance of 3,136.7 feet; and 
denying permission to retain excess earnings, approved. 

Report and order in F. D. No. 7097, authorizing the New York, 
Chicago & St. Louis Railroad Co. to issue $11,275,000 of refunding- 
mortgage bonds, series C, in reimbursement of capital expenditures 
not heretofore capitalized; said bonds to be pledged and repledged 
from time to time as collateral security for promissory: notes, terms 
and conditions prescribed, approved. 

Supplemental report and order in F. D. No. 6693, Central Ver- 
mont receivers’ certificates, modifying the previous order so far as 
to permit the receivers to use not exceeding $1,000,000 of the proceeds 
from $5,000,000 of receivers’ certificates for the purchase of not more 
than 10 freight locomotives, approved. 

Supplemental report and order in F. D. No. 6965, authorizing the 
Atchison, Topeka & Santa Fe Railway Co. to issue $14,691,000 of 
California-Arizona Lines first and refunding mortgage bonds, series 
A, said bonds to be sold at not less than 98% per cent of par and 
accrued interest, and the proceeds used to reimburse its treasury for 
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advances made to the California, Arizona & Santa Fe Railway Co. 
for capital expenditures, approved. 

Report and order in finance No. 7116, authorizing the Brooks- 
ville & Inverness Railway to issue $54,000 principal amount, of first- 
mortgage 6 per cent gold bonds, series A, to be delivered to the 
Seaboard Air Line Railway Co. in repayment of advances made for 
construction and for additions and betterments, approved. 


OPERATION BY MANUFACTURERS 


The Terminal Railroad Association of St. Louis in a state- 
ment filed with the Commission in Finance No. 6771, applica- 
tion of the Manufacturers’ Railway Company for authority to 
operate over certain tracks of the city of St. Louis, Mo., says 
that it did not file any exceptions to the tentative report of the 
examiner recommending approval of the application, with con- 
ditions, but that it respectfully submits to the Commission 
that any agreement between the Manufacturers and the city 
of St. Louis, as to the compensation for use of the tracks, 
should make provision that “the applicant will under no cir- 
cumstances exact from the trunk line carriers absorption al- 
lowances or divisions greater or in any way more expensive 
than are contemporaneously allowed to the Terminal Railroad 
Association of St. Louis for handling business to and from 
industries located on the rails of the Terminal Railroad Asso- 
ciation of St. Louis.” 


MINIMUM CLASS RATE CASE 


The Commission, by division 2, has vacated its order of 
September 29 creating I. and S. No. 3174, minimum class rates 
between points in official and southern class rate territories, 
except as its order relates to rates on hay, straw, fodder, flax 
shives, peanut-hull fiber, corn husks and stalks, rice hulls, coco- 
nut hull fiber, pine needles, sea grass, sea moss and sea weed. 
In so far as rates on the commodities mentioned are not affected 
by subsequent orders, the suspension order remains in full force 
and effect. 

Vacation of the order in so far as it affected rates on other 
than the excepted commodities is the result of conferences held 
in Commissioner Eastman’s office after its issuance. Questions 
about the application of the minimum class rates, except as 
they involve the things in the hay and straw list, have been 
settled, so that there is no reason why the unaffected parts of 
the tariffs may not be put into operation. 


CITRUS FRUIT FOURTH SECTION 


The Commission, in fourth section order No. 9934, on appli- 
cation No. 13529, filed by J. E. Tilford on behalf of carriers par- 
ties to No. 16939, Florida Railroad Commissioners vs. A. & R., 
144 I. C. C. 603, and other carriers participating in rates on 
citrus and other fruits to be published in compliance with the 
decision in the Florida commissioners’ case, has granted the 
customary fourth section relief as to all-rail, rail-and-water, 
aggregate-of-intermediate and water-rail rates to apply over 
routes needing relief from the provisions of the fourth section. 
The customary relief is subject to the usual conditions. 

The order is subject to two conditions, not unusual in fourth 
section orders, but applicable only in this case. The carriers 
receiving the authority to disregard the fourth section are also 
authorized, in establishing rates, to group them, employing the 
same groups as used in establishing class rates prescribed to 
and from the same points in No. 13494, Southern Class Rate In- 
vestigation, and No. 13535, Consolidated Southwestern Cases, or 
from groups similar thereto in instances in which class rates 
were not prescribed in those cases. That is the first additional 
permission or condition. 

The second authorizes the carriers to continue the disregard 
of the fourth section for only six months unless they apply, in 
accordance with fourth section order No. 8900, for authority to 
continue any of the rates for a longer period, within five months 
of the establishment of the rates herein authorized. In such an 
event the rates herein authorized may be continued until there 
has been a final determination upon the application filed by 
Tilford. 


COMMISSION ORDERS 


No. 18624, Wisconsin Potato Shippers’ Assn. et al. vs. Santa 
Fe et al. Complainants’ petition for rehearing and reargument 
denied. 

No. 16747, Sub. 2, Atwood-Davis Sand Co. vs. Chicago & 
North Western et al., and No. 17469, Wisconsin Lime & Cement 
Co. vs. Chicago & North Western et al. Complainants’ second 
petition for reargument and reconsideration denied. 

I. and S. No. 2414, salt between western and southwestern 
points; I. and S. No. 2450, salt in Texas and between Shreve- 
port, La., group points and Texas; No. 16834, John Morrell & 
Co. vs. Union Pacific et al.; No. 17011, American Salt Co. et al. vs. 
Abilene & Southern et al.; No. 17070, Armour & Co. et al. vs. 
Santa Fe et al.; No. 17218, Wilson & Co., Inc., of Oklahoma vs. 
Rock Island et al., and fourth section application No. 698 et al., 
salt between western and southwestern points. Petition by de- 
fendants and respondents for reopening and rehearing in these 
proceedings, and in No. 16834, complainants’ petition for reargu- 
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ment and reconsideration on question of reparation prior to May 
23, 1925, have been denied. 

No. 20046, Pensacola Chamber of Commerce vs. Alabama 
Great Southern et al.; No. 21028, Oklahoma Steel Castings Co. 
vs. Missouri Pacific, and No. 21039, Gamble Robinson Co. vs. 
Burlington. Complaints dismissed upon complainants’ request. 

No. 15912, Ohio Farm Bureau Federation et al. vs. Ahnapee 
& Western et al.; No. 19901, Armour Fertilizer Works vs. Akron, 
Canton & Youngstown et al., and No. 20235, National Fertilizer 
Association, Inc., vs. Akron, Canton & Youngstown et al. De- 
fendants’ petition for reargument and reconsideration, denied. 

No. 18773, Manufacturers’ Traffic Bureau for the Compound 
& Pyrono Door Co. vs. Baltimore & Ohio et al. The case has 
been reopened for further consideration by division 1, and the 
effective date of the order entered herein on May 2, 1928, as 
subsequently modified has been further postponed to December 
1, 1928. 

Finance No. 4696, Lease of line by Lehigh Valley and Read- 
ing Co. The Ironton and Lehigh Valley and Reading have been 
authorized to transfer reserve fund of $75,975.59 from the Iron- 
ton to the Lehigh Valley and Reading Co., said fund to be held 
and/or used by Lehigh Valley and Reading during period of 
operation of the railroad of said Ironton under said lease, in 
accordance with the provisions of paragraph (7) of said sec- 
tion 15a. 

No. 21222, Carpenter Paper Co. et al. vs. Santa Fe et al. 
Hammermill Paper Co. and Wisconsin Paper & Pulp Manufac- 
turers’ Traffic Assn. permitted to intervene. 

No. 21209, Aalfs Paint & Glass Co. et al. vs. Santa Fe et 
al. Chamber of Commerce of Shreveport, La., permitted to 
intervene. 

No. 21177, Chemical Lime Co. et al. vs. Pennsylvania et al. 
Universal Gypsum & Lime Co. permitted to intervene. 

No. 15291, Traffic Association of South Atlantic Ports vs. 
Alabama Great Southern et al., No. 15491, Traffic Association 
of South Atlantic Ports vs. Alabama Great Southern et al., No. 
17742, Sub. No. 2, Sub. No. 3 and Sub. No. 4, Colgate & Co. vs. 
Pennsylvania (West) et al., No. 20923, Commercial Milling Co. 
vs. Grand Trunk Western et al., No. 21097, Standard Sanitary 
Manufacturing Co. vs. Abilene & Southern et al., and No. 21252, 
T. M. Sinclair & Co., Ltd., et al. vs. Aberdeen & Rockfish et al. 
Complaints dismissed upon complainants’ request. 

Finance No. 7110, Application of San Francisco-Sacramento 
for certificate to extend its Pittsburgh branch.in Contra Costa 
county, Calif. Santa Fe and Southern Pacific permitted to 
intervene. 


Finance No. 6120, Application of Houston North Shore for 
certificate to construct an extension of its line of railroad in 
Harris county, Tex. John A. Hulen, receiver of Trinity & 
Brazos Valley and Texas and New Orleans, permitted to in- 
tervene. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 
et al. West Kentucky Coal Bureau, Janesville Chamber of 
Commerce and Fifth and Ninth Districts Coal Traffic Bureau 
permitted to intervene. 


Finance No. 2172, construction of line by Wenatchee South- 
ern. Petition of Wenatchee Southern for a further extension 
of the time within which it may complete the construction of 
the line of railroad authorized by certificate issued herein on 
July 14, 1924, has been assigned for hearing at a time and 
place to be fixed. 


Finance No. 5147, deficit status of Winefrede. Petition in 
behalf of Winifrede for reopening and reconsideration, denied. 

No. 21235, Oshkosh Traffic Assn. et al. vs. Great Northern 
et al. Northwestern Lumbermen’s Association permitted to in- 
tervene. 

No. 21206 (and Sub. 1), Chamber of Commerce of Kansas 
City, Mo., et al. vs. Santa Fe et al. Southeast Kansas, Inc., 
permitted to intervene. 

I. and S. No. 2838, class and commity rates between New 
England and eastern trunk line territories via Boston (Mystic 
Wharf) and Merchanta} & Miners’ Transportation Co., and No. 
19384, Boston & Maine vs. Merchants’ & Miners’ Transporta- 
tion Co. et al. Petetion by Boston & Maine for modification 
of report in these cases denied. 


No. 21372, Ohio & Indiana Stone Co. et al. vs. Big Four et 


al. Anna Stone Co. permitted to intervene. 

No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi et al. Defendants’ petition for reconsideration denied. 

Finance No. 6817, application of Missouri-Kansas-Texas for 
authority to acquire control through stock ownership of St. 
Louis Southwestern and/or Kansas City Southern. Angelina 
& Neches River permitted to intervene. 

No. 16939, Railroad Commissioners of State of Florida vs. 
Aberdeen & Rockfish et al., and cases grouped therewith. The 
petition of carriers in Kansas-Missouri and Southwestern lines 
territories and petition of carriers in western trunk line terri- 
tory for reopening of these cases, denied. 

No. 21334, American Sugar Refining Co. et al. vs. Burling- 
ton et al. Texas Industrial Traffic League permitted to in- 
tervene. 

Finance No. 7092, application of City and County of Den- 
ver, Colo., for certificate authorizing the abandonment by the 
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Colorado & Southern of a part of its Platte Canon Line of 
railroad in Douglas and Jefferson counties, Colo. Colorado ¢ 
Southern permitted to intervene. 

No. 15823, Duluth Chamber of Commerce vs. Chicago & 
North Western et al. The order entered in this proceeding op 
May 26, 1928, and subsequently modified to become effective 
November 10, 1928, on 30 days’ notice, has been further mod. 
ified to become effective on November 10, 1928, on 10 days’ 
notice instead of 30 days’ notice. 

I. and S. 3017, livestock from Texas to Indiana. Petition 
of defendants herein for reconsideration of this case on present 
record, denied. 

I. and S. No. 3019, Sugar from California to Portland and 
East Portland, Ore. Petitions of Board of Railroad Commis- 
sioners of state of Montana, and the Stone-Ordean-Wells (Co, 
for reconsideration of this matter on present record or for 
rehearing, denied. 

No. 21223, Traffic Bureau, Moline Association of Commerce, 
et al. vs. Alton & Eastern et al. Moline Consumers Co. per. 
mitted to intervene. 

Valuation No. 1080, Western Union Telegraph Co. 
dian National et al. permitted to intervene. 

No. 11203, Standard Paint Co. et al. vs. Director General et 
al.; No. 13869, Certain-teed Products Corporation vs. Southern 
et al.; and No. 13986, Central Cement & Supply Co. et al. vs. 
Atlanta & West Point et al. Petitions for reconsideration, 
modification and rehearing denied. 

Finance No. 4488, deficit.status of Nevada Central. Petition 
of Nevada Central, filed April 27, 1928, for reopening and re- 
consideration, denied. 

Finance No. 7063, application of Watkash for authority to 
acquire control of Lake Erie & Fort Wayne by purchase of 
capital stock. Proceeding is assigned for further hearing at a 
time and place to be hereafter fixed. 

No. 21254, Kentucky Rock Asphalt Co. et al. vs. Aberdeen 
& Rockfish et al. Southern Ameisite Asphalt Co. permitted to 
intervene. : 

No. 20603, Alkali Traffic Association vs. Abilene & Southern 
et al. Armour and Co., Armour & Co. of Delaware, Armour & 
Co. and North American Provision Co. permitted to intervene. 

No. 21045, New England Lime Manufacturers’ Association 
et al. vs. Boston & Maine et al. Universal Gypsum & Lime 
Co. permitted to intervene. 

No. 19054, G. H. Treyz & Co. et al. vs. Baltimore & Ohio 
et al. The proceeding has been reopened for reconsideration 
and argument solely upon issue of reasonableness in the past 
of the rates assailed in said proceeding on bituminous and 
anthracite coal and of reparation on shipments which moved 
under such rates. 

No. 18835, Grand Rapids Show Case Co. vs. Ann Arbor et al. 
Complaint dismissed upon complainant’s request. 

No. 9702, Memphis-Southwestern Investigation. The said 
proceeding and cases consolidated therewith as shown in reports 
entered herein on December 2, 1919, and February 6, 1923, have 
been reopened for further hearing in so far as they relate to 
class and commodity rates between Memphis, Tenn., and points 
in southeastern Missouri, also the relationship of rates between 
Memphis, on the one hand, and St. Louis, Mo., on the other, and 
said points in southeastern Missouri, and that the above-entitled 
proceedings in so far as they relate to class and commodity 
rates between Memphis, Tenn., and St. Louis, Mo., and points 
in southeastern Missouri as described in the preceding para- 
graph hereof have been consolidated and assigned for further 
hearing with No. 13535 and related cases, Consolidated South- 
western Cases, at a date to be hereafter announced. 


PETITIONS FOR REHEARING, ETC. 


_ No. 16845, and consolidated cases, Iola Cement Mills Traffic 
Assn. vs. Alabama & Vicksburg et al. The Columbus & Green- 
ville asks for modification of findings and order concerning 
rates on cement from Ada, Okla., Eagle Ford, Fort Worth, Harrys 
and Houston (Manchester), Tex., and related points, to points 
on and via the Columbus & Greenville (reported at 144 I. C. C. 
585). 

No. 18598, D. A. Stickell & Sons, Inc., vs. Western Maryland 
et al. Baltimore & Ohio, one of the defendants herein, asks for 
leave to offer evidence at further hearing herein concerning 
proposed through route No. 2. 

No. 17409 (and Sub. 1), Southern Glass Co. vs. Galveston, 
Harrisburg & San Antonio et al. Complainant asks for rehear- 
ing, and/or reconsideration on records as made by Commission, 
en banc, and request oral argument. 

No. 16746, (and consolidated cases). Independent Slaugh- 
terers’ Traffic Association et al. vs. New York Central et al. 
Kingan & Co. asks for reargument, reopening and postpone- 
ment of effective date of order. 

No. 20072, The Light Grain & Milling Co. vs. Santa Fe et 
al. Complainant asks for reharing. 


Cana- 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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BALTIMORE DIFFERENTIAL CASE 


In a supplemental proposed report in No. 18715, Baltimore 
Chamber of Commerce vs. Ann Arbor et al., Attorney-Examiner 
R. N. Trezise has made recommendations seemingly designed to 
make this second report what the first would have been had 
all the phases brought forward in support of a reopening of the 
case been presented in the original hearing. In other words, 
the report may be taken as a rounding out of the whole matter, 
covering many phases of north Atlantic port differential matter, 
in accordance with the implications of the first report. (See 
Traffic World, April 14, p. 902.) 

A general statement is that the examiner stands pat on his 
original recommendation, but adds to it such things as are 
necessary to make a symmetrical proposal covering nearly every 
point in the port differential adjustment now recognized as of 
importance. 

After the first report was made affected intefests that had 
not taken as full a part in the original case as they might have 
came forward to suggest that if there were to be changes in 
respect of the differential rate adjustment to Baltimore changes 
also should be made in respect of the adjustment in which they 
had a particular stake. 

The Boston Chamber of Commerce and others asked for fur- 
ther hearing to the end that Boston might produce additional 
testimony. Upon petition of those interested the scope of the 
further hearing, Trezise said, was broadened to embrace evi- 
dence in respect of ex-lake grain from Buffalo and Lake Erie 
ports to north Atlantic ports; also evidence showing terminal or 
accessorial costs on commodities other than grain and coal at 
Philadelphia, and as to a proper relationship of Philadelphia 
rates with the rates to other north Atlantic ports on such com- 
modities. The National Sugar Refining Company of New Jersey 
and the Brooklyn Eastern District Terminal of New York, the 
examiner said, intervened to protect their interests. 

Export and import rates to and from the differential terri- 
tory (west of the Buffalo-Pittsburgh Line), including Buffalo, 
were involved. Baltimore asked for not less than 6 cents under 
New York on export and import traffic, except on ex-lake grain 
and other ex-lake commodities. As to export rates on ex-lake 
grain and other ex-lake commodities, it asked for not less than 
3 cents under New York. It asked, in the alternative, that the 
Commission fix maximum and minimum rates between differ- 
ential territory and both Baltimore and New York; that the 
Commission enter upon an investigation, by its own experts, 
into the relative terminal costs of services to which they apply 
and which are included in the present rates on export and 
import traffic at both Baltimore and New York; that the car- 
riers be required to quit absorption in the rates for rail-haul 
of the costs of accessorial harbor services at New York beyond 
the rail termini and that instead the rail-haul rates be adjusted 
to reflect the alleged proper differential as between Baltimore 
and New York; and that the railroads be required to show, in 
separate schedules, all terminal charges for such accessorial 
harbor services at both Baltimore and New York, wherever such 
services are rendered. : 


New York, Philadelphia and Boston intervened to protect 
their interests. At the original hearing evidence was presented 
to show the cost of the terminal or accessorial services at 
Baltimore and New York on grain and general commodities. 
Evidence as to the cost of handling grain from the cars to ships 
at Philadelphia was presented. No evidence, the examiner said, 
was introduced by Boston as to the cost of handling either 
grain or general commodities at that port. 


On that record, showing some costs but not costs at all the 
ports, Trezise made his recommendation giving Baltimore a 
Wider spread on traffic moving in big volume under New York 
and thereby arousing other ports, both lake and ocean, to make 
requests for the reopening upon which this supplemental report 
is based. 

The adjustment proposed in the first report would have 
had a considerable, if not disastrous, effect upon lake ports other 
than Buffalo, if adopted. Trezise said that the effect the pro- 
posed findings would have had upon ex-lake grain, flour and 
other commodities from other Lake Erie ports “was made the 
subject of considerable testimony at the further hearing.” In 
plain English, it would have disrupted the long standing rela- 
tionship among the Lake Erie ports as points of origin. 

This supplemental report proposes changes in the rates from 
ports other than Buffalo, which, if approved by the Commission, 
will preserve the original relationship on ex-lake grain and 
commodities. The Buffalo interests, the report says, drew atten- 
tion to the fact that there was a parity in rates on ex-lake 
grain from Buffalo, Erie, Pa., and Fairport, O., to Philadelphia 
and Baltimore. Trezise said there appeared no reason on this 
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record why that parity should not be continued. He added that 
“had this situation been brought to the attention of the Com- 
mission prior to the proposed report a differential of 2 cents 
under New York would have been recommended from Erie as 
well as from Buffalo on ex-lake grain to Baltimore and Phila- 
delphia, and that a parity of rates should continue from Fairport 
and Erie.” In other words, that the proposed disruption was 
due to the failure of the lake port cities to call attention to the 
relationship existing at the time the case was heard. Trezise 
says in this report that no attack was made on the relationship 
of the rates from the Lake Erie ports, and that now the complain- 
ant contends that the present relationship should be preserved. 

Throughout the report the examiner uses language creating 
the impression that he is telling those who came in with tes- 
timony at the further hearing that he made his recommendations 
on the record as made at the first hearing and that he had 
followed the same course in this supplemental report. The 
result of that course, he indicated, was a first report that caused 
the lake ports to bring in additional testimony. He has written 
this report as if he thought this one might do the same on 
account of what he called the anomalous situation that 
would result from the adoption of this report, of a rate on wheat 
to Baltimore one-half cent higher than the rate on flour. That 
situation, he said, was produced by the fact that the average 
cost per ton, at New York, of handling general commodities, 
including flour, was so much greater than the cost of handling 
grain that at New York there would be a rate of 23.5 cents 
on flour and 22.5 cents on wheat, while at Baltimore the grain 
rate would be 19 cents, while the rate on flour Would be 18.5 
cents. At Philadelphia the rate on grain and flour would be 
the same, 19.5 cents. The examiner, however, sticks to the 
results of the cost studies as he figurés them. 


The examiner handles the case under the following topics: 
Ex-lake grain; ex-lake vs. all-rail rates on grain; flour vs. wheat 
rates; ex-lake flour vs. ex-lake wheat; ex-lake from other Lake 
Erie ports; Philadelphia, commodities, other than grain; Boston; 
and export grain and flour to Boston. 


Under the heading ex-lake vs. all-rail rates on grain, Trezise 
treats the charges on grain for export at Chicago and Buafflo 
as commercial things the necessity of which is not apparent. 
He said the change proposed by him would narrow the spread 
between the all-rail rates from Chicago and the ex-lake rate 
from Buffalo to Philadelphia and Baltimore by one-half cent. 
That proposal, he said, gave rise to the contentions of Buffalo 
and Chicago interests to the effect that should the proposal be 
required to be established there would no longer be a move- 
ment of United States grain via lake and rail, because a cheaper 
through charge would be over the all-rail routes. 


Trezise admits that. He says that if his recommendation 
is put into effect the tendency will be for grain from markets 
west of Chicago to move to eastern seaboard for export direct 
by rail rather than lake-and-rail, over which latter route the 
traffic is stopped twice, at Chicago and Buffalo, with the impo- 
sition of elevation charges aggregating 4.87 cents per 100 pounds. 
Both Chicago and Buffalo stood against such a change. Buffalo 
interests, the examiner said, asserted that under the present 
spread it was impossible to attract this grain to Buffalo except 
when there was a distress cargo rate on the lakes. Chicago 
interests, he said, positively asserted it was their purpose to 
use Montreal to the extent that the facilities there would permit 
the shipment of American grain from Chicago and that the con- 
trolling influence was the fact that the rates through Montreal 
were lower. After calling attention to the fact that Montreal 
was closed to American grain when the Canadian movement was 
at its peak in September and that later in the year there was 
no navigation, Trezise said: 


3uffalo as well as Chicago interests urge that it is the duty of 
the Commission ‘‘to give full consideration to section 500 of the act, 
as well as to other provisions of law, regardless of whether the 
water carriers are parties to the case.’’ The establishment of the pro- 
posed rates would result in rates that might enable the movement of 
grain all-rail from western points through Baltimore instead of over 
uneconomical lake routes through Chicago and Buffalo, now seldom 
used on this export grain. This, of course, would deprive Chicago 
grain interests of 3.2 cents and Buffalo grain interests: of 1.67 cents 
per 100 pounds, referred to as elevation. But there is no good reason 
apparent, on this record for the stoppage of grain twice in route 
in order that elevators may collect their fees over a partly water 
route when more economical rail routes are available over defend- 
ants’ lines. 

Apparently the effect of the proposed report would be to divert 
some of the present flow of grain through Montreal to United States 
ports, unless, of course, subsequent reductions in transportation rates 
were made through Montreal. The Commission, however, is not 
vested with power to require the United States carriers to meet the 
competition of Canadian carriers, and it is certain that no such 
assumptions actuated the examiner in his recommendations to the 
Commission in his proposed report. 

The attraction of export grain to routes other than those re- 
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quiring stoppage at Chicago and Buffalo is insufficient reason for 
the rejection of the recommendations of the examiner. 


The examiner said the Commission should find: 


(a) That the rates on ex-lake grain, in carloads, from Erie, Pa., 
to Baltimore, Md., are and for the future will be unreasonable 
and unduly prejudicial to Baltimore, and unduly preferential of the 
port of New York, N. Y., to the extent that they exceed or may 
exceed rates that are 2 cents per 100 pounds less than those con- 
temporaneously maintained by defendants on like traffic from the 
same origin to New York. 

(b) That the rates on ex-lake grain, in carloads, from southern 
Lake Erie ports, including Detroit and Port Huron, Mich., Toledo, 
Sandusky and Cleveland, Ohio, to Baltimore, Md., for export, would 
be unreasonable and unduly prejudicial to Baltimore and unduly 
preferential of New York, N. Y., to the extent that they may exceed 
the Buffalo, N. Y.-Baltimore rates on like traffic as heretofore rec- 
ommended in the original proposed report, by more than the present 
existing differentials. 

(c) That the rates on ex-lake flour, in carloads, from Buffalo, 
N. Y., and Erie, Pa., to Baltimore, Md., for export, are and for the 
future will be unreasonable and unduly prejudicial to Baltimore and 
unduly preferential of New York, N. Y., to the extent that they ex- 
ceed or may exceed rates that are 2 cents per 100 pounds less than 
those contemporaneously maintained by defendants from the same 
origins to New York; and that a similar finding should be made on 
all other ex-lake commodities rated fifth class and lower. 

(d) That the rates on ex-lake commodities rated fourth class 
or higher from Buffalo, N. Y., to Baltimore, Md., for export, are 
and for the future will be unreasonable and unduly prejudicial to 
Baltimore, and unduly preferential of New York to the extent that 
they exceed or may exceed 3 cents per 100 pounds less than the rates 
ee maintained on like traffic from Buffalo to New 

ork. 

(e) That the rates on ex-lake flour and all other ex-lake com- 
modities rated fifth class or lower, in carloads, from southern Lake 
Erie ports, as named herein, to Baltimore, Md., for export, would 
be unreasonable and unduly prejudicial to Baltimore and unduly 
preferential of New York, N. Y., to the extent that they may exceed 
the present Buffalo-Baltimore rates on like traffic as heretofore 
recommended in the original proposed report, by more than the present 
existing differentials. 


(f) That the maintenance of higher ex-lake rates on grain, 
flour and all other ex-lake commodities, in carloads, except coal, 
from Buffaloy N. Y., and other southern Lake Erie ports to Phila- 
delphia, Pa., for export, than on like traffic from the same origins 
to Baltimore, Md., for export, would be unduly prejudicial to Phila- 
delphia and unduly preferential of Baltimore. 


(g) That the rates on flour, in carloads, all rail, from defined 
territory to Baltimore, Md., are and for the future will be unrea- 
sonable and unduly prejudicial to Baltimore and unduly preferential 
of New York, N. Y., to the extent that they exceed or may exceed 
rates that are 5 cents per 100 pounds less than those contemporane- 
ously maintained by defendants on like traffic from the same origin 
to New York. 


(h) That the maintenance of rates on flour, in carloads, from 
defined territory to Philadelphia, Pa., for export, that are more 
than 1 cent per 100 pounds higher than those contemporaneously 
maintained by defendants from the same origin to Baltimore would 
i acid prejudicial to Philadelphia and unduly preferential of 

altimore. 


(i) That the export and import rates on general commodities, 
except grain and coal, in carloads, between differential territory and 
Philadelphia that exceed rates that are 1 cent per 100 pounds more 
than the rates contemporaneously maintained by defendants on like 
traffic between differential territory and Baltimore, would be unduly 
prejudicial to Philadelphia and unduly preferential of Baltimore. 


(j) That the export and import rates on general commodities, 
except grain and coal, in carloads, between differential territory, 
including ex-lake commodities from Buffalo, N. Y., and related Lake 
Erie ports, on the one hand, and Boston, Mass., on the other, are 
and for the future will be unreasonable and unduly prejudicial to 
Boston and unduly preferential of New York, N. Y., to the extent 
that they exceed or may exceed rates that are 1 cent per 100 pounds 
less than those contemporaneously maintained by defendants on like 
traffic between the same points and New York. 

(k) That the rates on grain, in carloads, from differential terri- 
tory_ahd ex-lake from Buffalo, N. Y., and related Lake Erie ports 
to Boston, Mass., are not unreasonable or unduly prejudicial as 
shown on this record. 


Trezise also attached a summary of findings recommended 
in original and supplemental proposed reports as follows: 


Rates in Cents Per 100 Pounds. 


: Between Dif- 
ferential Territory, Except as Indicated, and— 


, Baltimore Philadelphia Boston 
Export and import 
traffic rated 4th 
class and higher. 6 under 1 over 1 under 
New York Baltimore New York 
Export and import 
traffic rated 5th 
class and lower, 
except grain and 
coal, but includ- 
ing flour. 5 under 1 over 1 under 
New York Baltimore New York 
Grain, all rail, in 
carloads, for ex- 
port. 3.5 under a ee 
New York New York 
All commodities, 
rated 4th class 
and higher, ex- 
lake from Buf- 
falo, N. Y., and 
Erie, Pa., for ex- 
port. 3 under Same as to 1 under 
New York Baltimore New York 


All commodities, 
rate 5th class and 
lower, except 
grain and coal, 
ex-lake from Buf- 

falo, N. Y., and 
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Erie, Pa., for ex- 


port. 2 under Same as to 1 under 
New York Baltimore New York 
Grain, ex-lake, 
from Buffalo, N. 
Y., and Erie, Pa., 
for export. 2 under Sf ore ear 
New York New York 


Flour, ex-lake, 
from Buffalo, N. 
Y., and Erie, Pa., 


for export. 2 under Same as to 1 under 

New York Baltimore New York 
Grain and flour, ex- 

lake, from other 

Lake Erie ports, 

for export. Present differ- Same as to 1 under 
ential over 3altimore New York 
rates recom- on flour 
mended from only. 
Buffalo, N. 
Y 





IDAHO-CALIFORNIA RATES 


Class rates on the basis of the class rates prescribed by 
the Commission in Arizona Corporation Commissoin vs. Arizona 
Eastern et al., 113 I. C. C. 52, 142 I. C. C. 61, have been proposed 
by Examiner W. R. Brennan in No. 20415, State of Idaho ex 
rel. Public Utilities Commission of Idaho vs. Oregon Short Line 
et al., for application between points in Idaho and California 
group 1 points, on traffic moving via Wells, Nev., over the so- 
called Wells-Rogerson cut-off. Lower commodity rates have 
also been proposed. Both recommendations are based upon a 
proposed finding of unreasonableness as to existing rates. 

In recommending the rates prescribed in the Arizona case, 
the examiner pointed out that the differentials prescribed for 
branch line points were not prescribed to branch line points 
which, customarily, had been accorded the main line basis of 
rates. Brennan said the record was insufficient to support a 
finding under sections 2 and 3. He said it was also insufficient 
to support a finding in respect of the lawfulness of the rates to 
and from Nevada. Brennan’s language follows: 


The Commission should find that class rates via Wells, Nev., 
between points in Idaho north and west of Pocatello. on the one 
hand, and points in California group 1 territory, on the other hand, 
are and for the future will be unreasonable to the extent that they 
exceed or may exceed those under the scale prescribed in the Ari- 
zona case, applied to the shortest possible distance. For hauls in 
excess of 800 miles, the scale should be extended at the same rate 
of progression as from 600 to 800 miles. 

The Commission should further find that commodity. rates via 
Wells, between Twin Falls, Idaho, on the one hand, and California 
group 1 points, on the other, are and for the future will be unrea- 
sonable to the extent that they exceed rates on the same commodities 
from Portland, Ore., to Twin Falls; and that rates from and to other 
Idaho points west of American Falls should be established in_rela- 
tion to the rates to and from Twin Falls, distance considered. At 
present the defendants should only be required to establish rates 
on commodities which are moving, as it is not desirable to establish 
a large number of paper rates. If a movement of any additional com- 
modities subsequentiy develops, rates in conformity with those herein 
prescribed should be estsablished. 


The complaint was that the class and commodity rates 
between points in Idaho and points in California and Nevada, 
via the Rogerson-Wells cut-off, called by Brennan the Wells 
line, were in violation of the first three sections of the inter- 
state commerce act. Lawful rates via Wells were sought. The 
general idea of the case was that the railroads, although they 
had reduced the distances between points in the territory affected 
or covered by the complaint, they had not lined up their rates 
in accordance with the facts. The Wells line extends from 
Wells, Nev., on the Southern Pacific, to Rogerson, Ida., on the 
Oregon Short Line, a distance of 94.6 miles. The cut-off was 
opened to operation in February, 1926. Prior to that time all- 
rail traffic between San Francisco and points in Idaho moved 
via Ogden, Utah. Distances between San Francisco and Idaho 
points, Brennan says, are from 175 and 303 miles less via Wells 
than via Ogden. 

Complainant proposed, for application between points in 
Idaho north and west of Pocatello, Ida., on the one hand, and 
San Francisco and California points in group 1, on the other, 
class rates the same as those prescribed in the Arizona case. 
It asked for commodity rates between the California territory 
mentioned and Twin Falls, Ida., substantially the same as those 
from Portland, Ore., to Twin Falls with rates to other Idaho 
points related to the Twin Falls rates. Rates on live stock, 
grain or copra were withdrawn from this case because they 
were under consideration in other proceedings. Complainant 
asserted that in the only case in which rates had been prescribed 
from the Pacific coast to Idaho points, Portland Chamber of 
Commerce vs. O. R. R. & N., 21 I. C. C. 640, brought up to date, 
would be the same or slightly less than those prescribed in 
the Arizona case. 

The railroads asserted that substantial reductions on many 
commodities had been made in rates via Wells. They asserted 
that practically every rate shown in the comparisons of the 
complainant, from Twin Falls to San Francisco, was lower via 
Wells than via Ogden. 

The complaint brought about many interventions, among 
others the Associated Jobbers and Manufacturers of Los Angeles. 
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That organization contended that the case brought in issue the 
rates to and from Los Angeles via Wells. It urged that in 
meeting competition Los Angeles should be given the benefit 
of the short-line mileage in the fixing of rates, which it said 
was via Hazens, Nev., and Mojave, Calif. The Los Angeles 
Chamber of Commerce, another intervener, asserted that prior 
to the construction of the Wells line, Los Angeles and San 
Francisco were on a parity as to rates from and to southern 
Idaho, but that since the opening of the line adjustments had 
peen made creating differences between San Francisco and Los 
Angeles unwarranted by existing conditions. It contended that 
Los Angeles should be accorded the same basis of rates as 
San Francisco. 

The railroads contended that if the rates to and from Idaho 
were put on a strictly distance basis, the agricultural industry 
would be seriously injured. They insisted that, in addition to 
mileage, commercial and carrier competitive conditions which 
had forced low rates had to be considered. 


RATES ON POTATOES 


Examiner J. J. Williams has recommended dismissal of the 
complaint in No. 20609, Newson & McLeod vs. Florida East 
Coast et al., on a finding that rates on potatoes, in bags, car- 
loads, from Boston, Mass., to Miami, Fla., have not been shown 
to be unreasonable. 


EXCAVATING MACHINES AND PARTS, ETC. 

An award of reparation has been recommended by Attorney- 
Examiner John McChord in No. 20823, Northwest Engineering 
Co. vs. Seaboard Air Line et al., on a finding that shipments of 
excavating machines and parts thereof, in carloads, from Tampa 
to Key West, Fla., for export, and shipments of road rollers, 
carloads, from Frankford, N. Y., to Tampa, Fla., were over- 
charged. He said the Commission should find that the class N 
rate was applicable beyond Jacksonville on the shipment to 
Tampa, and, on the shipment from Tampa to Key West that the 
Jacksonville combination of class N rate of 23.5 cents was 
applicable to Jacksonville and a commodity rate of 25 cents 
beyond. The report also embraces No. 20824, W. R. Fuller vs. 
Seaboard et al. 





RATES ON MINE CARS 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Charles W. Berry in No. 
20429, Enterprise Wheel & Car Corporation vs. Southern et al., 
as to rates on mine cars, carloads, from Bristol, Va.-Tenn., to 
stations on the Louisville & Nashville in Kentucky and West- 
bourne, Tenn. He said the Commission should find “that the 
rates assailed from Bristol to Hilton, Tauber and Townsend 
(Ky.) were and are not unreasonable> that the joint through 
rates assailed from Bristol to the other destinations were not 
unreasonable prior to August 15, 1926; that on and after that 
date they were unreasonable to the extent they exceeded the 
aggregate of intermdiate rates that would have applied over 
the route of movement in the absence of joint rates; and that on 
and after January 1, 1928, they were, are and for the future will 
be unreasonable to the extent they exceeded, exceed or may 
exceed the present sixth-class rates.” 


SCRAP IRON RATES 


Examiner W. R. Brennan, in No. 20396, Charles Dreifus 
Company et al. vs. Pennsylvania, has recommended that the 
Commission find the rates on scrap iron and steel from Car- 
negie, Pa., to Steubenville, O., and Weirton, W. Va., were, are, 
and for the future will be unreasonable to the extent they 
exceeded, exceed or may exceed $1.13 per gross ton; that prior 
to January 15, 1927, the rate from Weirton to Carnegie was 
unreasonable to the extent it exceeded that figure; that prior 
to September 1, 1927, the rate from Steubenville to Carnegie 
was unreasonable to the extent it exceeded that $1.13 rate; 
that subsequent to the dates mentioned a 76-cent rate was and 
is applicable from the respective points specified and that the 
shipments from Weirton after January 15, 1927, and from Steu- 
benville after September 1, 1927, were overcharged. He said 
reparation should be awarded. 


UPPER MICHIGAN HARDWARE RATES 


In No. 20487, Menominee (Mich.) Chamber of Commerce 
on behalf of Northern Hardware & Supply Company vs. C. & 
N. W. et al. and a sub-number, Green Bay (Wis.) Association 
of Commerce vs. Duluth, South Shore & Atlantic et al., Exam- 
iner E. H. Kerwin said the Commission should find unduly 
prejudicial but not unreasonable, the rates on hardware and 
articles taking the same rates, in less-than-carloads, from 
Menominee, Mich., and Green Bay, Wis., to destinations in the 
upper peninsula of Michigan to the extent they exceed or may 
exceed the less-than-carload commodity rates contemporaneously 
maintained from Duluth, Minn., to the same territory. He 
said the evidence did not warrant an order requiring the estab- 
lishment of L. C. L. commodity rates from the complaining 
points. But he said such rates were a pronounced departure 
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from the usual practice and that their establishment should be 
required only upon a clear showing of compelling reasons. 
Class rates apply from the complaining points, while from 
Duluth, Steelton and Superior, the two last mentioned taking 
Duluth rates, L. C. L. commodity rates are in existence. 


COTTON PIECE GOODS 


Examiner J. J. Williams, in No. 20704, Bay Co. vs. Boston 
& Maine et al., and a sub-number, Same vs. New Haven et al., 
has recommended that the Commission find unreasonable the 
Rule-25 class rates on cotton piece goods L. C. L., from Exeter, 
N. H. and Walpole, Mass., to Bridgeport, Conn., to the extent 
they exceeded and exceed 41 cents from Exeter and 36.5 cents 
from Walpole. He said those rates should be prescribed and 
reparation awarded. 





GLASS BOTTLE REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner T. Leo Haden in No. 20558, 
Berney-Bond Glass Co. et al. vs. Ann Arbor et al., as to the 
rates on glass bottles, carloads, from Columbus and South 
Columbus, O., to St. Paul and Minneapolis, Minn., and Eau 
Claire, Wis. He said the rates, which exceeded the aggregate 
of the intermediates, should be found unreasonable to the 
extent they exceeded 54 cents, the subsequently established 
rate. 


HARDWOOD LUMBER, ETC. 


Examiner W. M. Carney has recommended the dismissal of 
No. 19481, Jackson (Miss.) Traffic Bureau vs. Alabama Great 
Southern et al., on a finding that the rates on hardwood lum- 
ber, box material and box shooks, carloads, from points in 
Louisiana and Mississippi to destinations in Kansas and Ten- 
nessee are not unreasonable or otherwise unlawful. From some 
of the territory of origin the rates on pine were alleged to be 
unduly prejudicial against hardwood lumber and unduly pref- 
erential of pine. Carney said the complainant asked for a 
finding of unreasonableness based on a mere statement of 
rates. The examiner said that such a statement, by itself, was 
not very helpful and precluded a finding that the rates were 
unreasonable. 

In the course of the case proposals were made by various 
railroads which would result in a reduction in the rates. Car- 
ney said that without passing upon the reasonableness and 
otherwise unlawfulness of the proposals there was nothing of 
record which would warrant a refusal to permit them to be- 
come effective. With respect to the undue prejudice allega- 
tions he said the complainant’s showing was very meager and 
insufficient. 

BANANAS TO OMAHA-COUNCIL BLUFFS 

Examiner Burton Fuller, in No. 20692, Polito & Moscrey 
Company et al. vs. C. & N. W. et al. and parts of fourth sec- 
tion application No. 2176, said the Commission should find the 
rate on bananas, in straight carloads, and in mixed carloads, 
with cocoanuts, from New Orleans, La., Mobile, Ala., and Gulf- 
port, Miss., to Omaha, Neb., and Council Bluffs, Ia., not unrea- 
sonable but unduly prejudicial to Omaha and Council Bluffs 
and unduly preferential of Des Moines, Ia., to the extent it 
exceeds or may exceed the rate to Des Moines by more than 2 
cents per 100 pounds. He said reparation should be denied for 
lack of proof of damage. He said fourth section relief as de- 
sired by the applicants should be denied. 


WESTERN RATE ADVANCE 


North Dakota railroad commissioners oppose grant of the 
petition of the carriers in the western district largely upon the 
ground that the three principal roads serving the state, in their 
financial reports submitted to the commission, show that their 
financial condition “is vastly superior to the financial condition 
of the so-called western trunk line roads and that no emer- 
gency exists necessitating blanket increases in freight rates on 
the North Dakota lines.” 

The North Dakota commissioners argue, assuming that certain 
western trunkline railroads are faced with an emergency, that 
that would not be a justification for blanket increases on roads 
in other territories. -E. M. Hendricks, traffic expert for the 
North Dakota board, author of the answer to the petition, said 
that the revenue needs of the carriers were being considered 
by the state and federal commissions in No. 17000 and ex- 
pressed the belief that that proceeding was adequate. 

Interior Iowa packers, in reply to the carriers’ petition, 
ask that the petition be denied. 

“It is far from sound public policy for the carrier to have 
power arbitrarily to reopen a question after the question has 
been thoroughly litigated and decided by the Commission,” says 
W. H. Wagner, counsel for the packers, after a discussion of the 
law with respect to continuation in effect of Commission orders. 

It is contended in the answer that the carriers may at any 
time petition for reopening, rehearing, reargument, reconsidera- 
tion, or modification of order under the practice specified in 











Rule XV of the Rules of Practice, and that the procedure pre- 
scribed permits the other parties to a given case to answer 
such petitions and early disposition thereof by the Commission. 
In part, the packers say: 


Whereas, if the Commission, in response to such a blanket 
request as is here presented by the carriers, should vacate this 
long list of outstanding orders, some long standing, some recent, the 
carriers could forthwith file tariffs, some in absolute violation of 
the findings of the Commission as a result of the previous litigation 
and on suspension of those tariffs compel the parties and the Com- 
mission to go through again much extensive litigation at great ex- 
pense to shippers and the Commission. .. . 

The method of procedure adopted by the carriers does not con- 
template a blanket application for a general increase throughout 
western trunk-line and Illinois territories and between those terri- 
tories and other territories, but contemplates consideration of each 
commodity separately, hearing before the committee each commodity 
separately, and the issuance of supplements to the various tariffs 
applicable to different commodities whenever they may be reached 
after hearings by the committee have been had. In the light of that, 
there appears to be no necessity for revoking outstanding orders, for 
after the carriers have determined upon their specific proposals as 
to each commodity, whether after a hearing before the committee or 
not, they can and should come before the Commission with their 
specific proposals and data in support of a petition for reopening 
or reconsideration by the Commission, thereby giving the Commission 
sufficient data upon which it can base its decision as to whether it 
should set aside the outstanding order reopening the case for further 
hearing or argument, or allow the carriers to come forward with 
tariffs along the lines of their specific proposals. : 

It is not apparent that the deficiency in revenue of the carriers 
in western trunk-line and Illinois territories is sufficient to warrant 
an increase in all rates whether passed upon or not passed upon 
by the Commission. That being so it does not appear proper for 
the Commission blanketly to set aside all outstanding orders until it 
is satisfied that a change is warranted in the particular rates on a 
given commodity_covered by a given order. Without data such as 
is called for by Rule XV of the Rules of Practice, the Commission 
will be without sufficient facts upon which to base its conclusion, ... 

It is not believed that the condition of the carriers in western 
trunk-line and Illinois territories is such as to warrant scrapping 
the vast amount of work and the large expenditure of time and 
money on the part of shippers and the Commission preliminary to 
reaching the conclusions set forth in the decisions and orders out- 
standing in the long list of proceedings referred to by the carriers. 
By the method of procedure suggested by the carriers most of the 
work done would go for naught. On rehearing a large part of the 
time and expense of introducing the testimony and exhibits already 
of record would be saved. 

While the Commission does not recognize the doctrines of stare 
decisis and res adjudicata its efforts in the settling of these many 
disputes should not go for naught. If the Commission revokes all 
of these outstanding orders, it leaves in the hands of the carriers a 
clear opportunity to start de novo litigation almost. identical with 
that already decided by_the Commission in these cases in that by 
filing tariffs the carriers automatically start I. & S. proceedings. 
Whereas, if the Commission does not revoke these orders, but calls 
upon the carriers to comply with the Commission’s Rules of Practice 
and come forward with sufficient reason for reopening and reconsid- 
eration of the conclusions heretofore reached in these different cases, 
the Commission in its wisdom can determine whether there is war- 
rant for reopening, relitigating, and calling upon the shippers and 
itself to incur the expense of retrying cases, some of which have been 
extremely hard fought and in some of which the records are volum- 
inous. The expense of tariff publication is nil compared with the 
expense of a complete retrial of these cases. 


ORDER-NOTIFY RULE 16 NOTE 


The Trafic World Washington Bureau 


Assistant Director R. V. Pitt, of the Commission’s bureau 
of traffic, October 11, listened to several hours of discussion 
and argument on the proposal of the national diversion and 
reconsignment committee of the carriers to add a note, No. 6, 
to Rule’ No. 16 of the reconsignment and diversion code to 
make cars moving under straight bills of lading, with instruc- 
tions to notify or advise some one other than the consignee 


of the car’s arrival, subject to the charges provided for cars’ 


moving under order-notify bills of lading when straight bill- 
advise cars are delivered to private sidings. The object of 
the carriers, as set forth in arguments for the note (see Traffic 
World, March 17, p. 644), is to subject the straight bill-advise 
cars to the same charges as order-notify cars when extra 
service is rendered. Mr. Pitt is acting as arbitrator. 

The carriers were represented by J. G. Kerr for the south- 
ern lines, J. P. Patterson for the official classification lines, 
and L. T. Wilcox for the western lines, particularly the trans- 
continental lines. Others attending the conference were: 
M. E. McKirahan, for the California Fruit Growers’ & Shippers’ 
Protective League; H. D. Rhodehouse and J. H. Beek, the Na- 
tional Industrial Traffic League; Charles J. Austin, New York 
Produce Exchange; George O. Griffith and Willis Crane, Na- 
tional League of Commission Merchants and International 
Apple Shippers’ Association; Henry Hauseman, Pure Oil Com- 
pany; Thomas J. Burke, Charleston (S. C.) Traffic Bureau; 
Frederick R. Gibbs and Karl D. Loos, California Fruit Grow- 
ers’ Exchange. 

The possible or probable effect of the proposed note on the 
fruit and vegetable shipments constituted the bulk of the ques- 
tions asked and the representations made. The southern and 
western carriers said that they did not apply Rule No. 16 on 
fruit and vegetable shipments so that the arguments and rep- 
resentations were limited to the effect on fruit and vegetable 
shipments from other territories into official territory. The 
California interests objected to any rule that would have the 
effect of adding expense to their traffic. Mr. McKirahan said 
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that very few cars of fruit from California were handled op 
order-notify bills but that most of the cars were handled by 
the straight bill-advise method. California shippers, he said, 
were apprehensive on the subject. In answer to a question by 
Mr. Pitt he said the California position was that fruits angq 
vegetables should be excepted by the official classification lines, 
Mr. Crane pointed out that the Commission in the Genera] 
Reconsignment case had said that fruits and vegetables should 
be exempted from the rules applied to dead freight. 

Mr. Rhodehouse, speaking not for the League but for re. 
ceivers of fruits and vegetables at Youngstown, O., said that the 
effect of the rule, probably, would be to put a penalty on re. 
ceivers of fruits and vegetables on private sidings and thereby 
subject them to expenses not borne by the receivers of such 
freight on team tracks. 


In answer to that Mr. Patterson said that the owners and 
users of private sidings had advantages over the users of 
team tracks and that where the carrier performed extra service 
in the handling of straight bill-advise shipments they should 
be subject to the charges as if they were order-notify ship- 
ments, because the effect of the advise part of straight bill 
shipments was to make them order-notify shipments. 


The National Industrial Traffic League, on account of dif- 
ferences of opinion among its members, took no position in 
regard to the rule. Mr. Rhodehouse pointed to three places 
where he said the language of the rule should be changed so 
as to make certain exactly what the carriers intended. He 
and Mr. Pitt pointed out conditions under which cars supposed 
to be subject to the proposed note would, in their opinion, be 
subject to other rules in the reconsignment and diversion code. 
In fact, there was a distinct division of opinions as to just 
what would be covered by the note. There was no division 
as to the aim of the carriers. The division was as to whether 
the note would accomplish the object, the shipper contention, 
broadly speaking, being that the note was so drawn that it was 
impossible to say whether the note should be attached to Rule 
No. 16, or to Rule No. 11, of which No. 16 was regarded as an 
amplification, or to Rule No. 8. The point was made that Nos. 
11 and 16 applied to dead freight and that therefore it should 
not be regarded as relating to perishable freight.. In answer 
to that it was pointed out that Rule Nos. 11 and 16 did not 
apply to all dead freight, hay, grain and straw being pointed 
to as exceptions to them. 


HOCH-SMITH PETROLEUM 


The Commission has reformed No. 17000, part 4-A, its Hoch- 
Smith petroleum investigation, by adding to it sixteen com- 
plaints filed since the institution of the general investigation, 
and reopening eight complaints for further hearing. It has also 
included in the investigation an inquiry into the intrastate rates 
on petroleum in Texas and Kansas. Hearings, it has announced, 
on dates hereafter to be set, are to be held at Dallas, Tex., 
Tulsa, Okla., and Kansas City, Mo., in the order named. It has 
also changed the scope of the investigation in accordance with 
suggestions made at the conference at St. Louis September 15, 
by modifying its order of June 4. 


The changes made as a result of that conference, other 
than the consolidation of the sixteen complaints before men- 
tioned and the inclusion of intrastate rates of Texas and Kansas, 
are as follows: ‘The northern boundary of southern Missouri 
has been modified in accordance with the suggestions at the 
conference; the general investigation has been restricted to 
cover only the higher grade refined petroleum products. In cases 
where complaints consolidated with the investigation assail rates 
on other refined products not included in the general investiga- 
tion, the rates on such petroleum products will be considered 
only to the extent that they are brought in issue by the com- 
plaint. Export, coastwise, and less-than-carload rates have been 
excluded. 





RATE RESEARCH COMMISSION 


Acting under a law passed by the Virginia legislature. 
Governor Byrd, of that state, has appointed the members of 
the advisory and research commission “to investigate and re- 
port upon the question of freight rates, freight rate discrim- 
inations and the development of waterways.” The commis- 
sion is composed of eleven men, as follows: Mason Manghum, 
formerly attorney for the federal Commission and also the Vir- 
ginia commission, chairman; W. Hardy Taylor, Walter S. 
Pinder, Robert W. Daniel, Thomas G. Burch, Edgar D. Nin- 
inger, H. B. McCormac, H. J. Wagner, Thomas B. Glascock, 
C. B. Neel and O. B. Harvey. The creation of the commission 
resulted from a recommendation made by Governor: Byrd that 
a commission be created to investigate the rate structure-of 
Virginia and advise the governor and other state officials as to 
the necessary steps that should be taken in order to correct 
what many in the state felt were maladjustments of long stand- 
ing. The name of the commission is the Virginia Transporta- 
tion and Public Utility Advisory Commission. 
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FREIGHT TRANSFER AT ST. LOUIS 


The Trafic World Washington Bureau 


The Commission is not yet ready, in the face of objection 
by a party in interest, to permit moving pictures in its hearing 
room in aid of argument that an attorney may desire to make. 
Wilbur LaRoe, Jr., counsel for the New York Port Authority, 
October 10, had arrangements completed for a moving picture 
show except the consent of L. H. Strasser, one of the attor- 
neys for the railroads, G. B. Arnold, and some other lawyers in 
No. 19594, transfer of freight within St. Louis and East St. 
Louis by dray and truck for and on behalf of railroads and 
I and S. No. 2934, off-track station and constructive receipt 
and delivery of freight at St. Louis, Mo., and East St. Louis, IIl. 

After considering the matter a short time the Commission 
ruled that, in face of the objection, it would not permit Mr. 
LaRoe to use his pictures showing the loading and unloading 
of trucks, intended to make clear to the commissioners the 
service which the New York Port Authority generally approves 
as one method for reducing terminal congestion. The ruling 
against the film made useless the careful exclusion of light that 
otherwise would have come through the windows of the hear- 
ing room. They had all been carefully sealed up the day be- 
fore by the use of black building paper. Mr. LaRoe, the day 
before, had run his film through the machine so he was ready 
with a well staged pictorial aid he had had made in behalf of 
constructive and off-track stations. 

Time was assigned in the St. Louis cases, in addition to 
Mr. LaRoe, to E. C. Kramer, R. F. Leseman and Mr. Strasser 
for the defendants; F. H. Towner for the Chicdgo & Alton and 
its receivers; R. W. Woolley, former commissioner, for the 
Central Transfer Company; W. E. Rosenbaum, for the St. Louis 
Shippers’ Conference Association; Mr. Arnold, for the St. Louis 
Chamber of Commerce; and Paul Y. Versen, for the Associa- 
tion of Truck Owners. 

There was general consent among the attorneys that the 
off-track and constructive station arrangements should be con- 
tinued at St. Louis and East St. Louis but there was disagree- 
ment as to how the ends deemed desirable should be accom- 
plished. The carriers, in the schedules under suspension in I. 
and S. No. 2934, proposed to make the Columbia Terminals 
Company its agent for doing the trucking. At present a num- 
ber of trucking companies participate in the work, receiving 
allowances from the railroads for the services performed for 
them by the truckers and from the shippers when they perform 
services for them beyond the constructive stations where the 
railroads make deliveries at what has come to be called “at- 
mospheric points.” 

The New York Port Authority intervened in behalf of a 
continuance of the practices at St. Louis. Mr. LaRoe argued 
for an extension of the system so as to include the universal 
station phase of the matter, a universal station being one at 
which a shipper may deliver his goods for dispatch to his 
freight via any railroad. 

Judging from the large number of phases of the service 
rendered at the on-track and off-track stations brought forward, 
and the multitude of questions asked about the law applicable 
to extensions or contractions of service, no phase of the ques- 
tions raised by the two proceedings in respect of off-track sta- 
tions in St. Louis and East St. Louis was overlooked. Inquiry 
into the applicable law seemed equally searching. 

Mr. Rosenbaum went so far as to assert that the record 
showed that quicker service was rendered through on-line sta- 
tions in St. Louis than through the medium of off-track stations 
by reason of the fact that only one handling of L. C. L. freight 
was necessary at an on-line station. An off-line station, he 
said, required handling twice. He added that one of the ex- 
hibits showed that only from 36 to 58 per cent of the shipments 
at the six outbound stations were delivered to on-line stations 
on the day of their receipt. In other words, that instead of 
facilitating and speeding up the handling of freight, the off-line 
stations tended to slow up the movements. 

Mr. Kramer said that the effort of the fourteen railroads 
that had entered into the contract with the Columbia Terminals 
Co. was to expedite and otherwise improve the service. While 
he was addressing the Commission questions were fired from 
the bench as t6 the point that had been made that before the 
railroads could abandon any of their stations they would have 
to obtain certificates of convenience and necessity. He was 
asked if the Baltimore & Ohio, for instance, could abandon its 
lighter service to Manhattan without a certificate from the 
Commission. He said the obligation of the east side lines to 
deliver at St. Louis arose from the publication of their tariffs 
offering to make deliveries in St. Louis. His thought was that 
there was nothing else creating or maintaining the obligation, 
pointing out that their “lines of railroad” did not extend to St. 
Louis. He said he could not see much, if any, difference be- 
tween an extension of service by truck or by lighter. He said 
the east side lines did not own or even lease the off-track sta- 
tions in St. Louis and that it was certain that the Central 
Transfer Co., the agent of the railroads for delivering freight 
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in the two cities, could certainly quit that service whenever 
it desired to do so. 

Messrs. Woolley and Rosenbaum brought up the question 
of railroad officials holding stock in the Columbia Terminals 
Co. or its subsidiary, the Lapeer Trailer Co. Mr. Kramer un- 
dertook to explain the matter by saying that W. C. Maxwell, 
vice-president of the Wabash, owned about 1.5 per cent of the 
stock; Edward Hart, Jr., assistant freight trafficc manager of. 
the Baltimore & Ohio at Chicago, owned about half a per cent, 
and John Fitzgerald, local agent of the Pennsylvania in East St. 
Louis, a small amount of the stock. He said that none of the 
men were members of the railroad committee which devised the 
plan incorporated in the suspended schedules. 

Mr. Woolley contradicted him, saying that Mr. Maxwell 
was a member of it. Earlier in the day Mr. Rosenbaum sug- 
gested that in. such circumstances there was always a question 
whether a man having a financial interest in a facility was dis- 
interested. The dispute between Mr. Woolley and Mr. Kramer, 
in which others also took part, waxed so warm that Chairman 
Campbell at one point had to rap them all to order and suggest 
to those interrupting Mr. Kramer that they had had their time 
to talk and that they should allow him to make his address 
without interruption. The chairman added that the Commission 
would look to the record to find out what was in it, and not 
depend upon such statements as were being made by counsel. 
Mr. Woolley asserted that the complete list of the stockholders 
was not in the record. It was finally agreed that the list of 
the stockholders, from 1918 onward, should be put ‘into the 
decord. * 


G. N-N. P. UNIFICATION 


The Trafic World Washington Bureau 


A suggestion that the Commission, if it approved the Great 
Northern-Northern Pacific unification plan, might impose con- 
ditions that would not tie its hands if it later concluded that 
the unification in some respects was not consistent with a general 
unification plan, was made by counsel for the applicants in 
the closing argument before the Commission. The argument, 
which had been scheduled for October 3 and 4, was not concluded 
until October 5. 

“If the Commission sees fit,” said Walker D. Hines, of 
counsel for the applicants, “it can impose the condition; as it 
did in the Southern Pacific-Central Pacific case, that in the 
event of a general unification plan, if this is found to be incon- 
sistent with it, this plan may be modified to the necessary extent. 
In that way, I believe the Commission would have a practical 
opportunity to deal with it in the light of anything it might 
eventually decide should be done in connection with general 
consolidations. Whatever inconvenience there might be in re- 
arranging this situation, after once authorized in this manner 
and subject to that condition, it would be vastly less than the 
inconvenience and loss which would come from depriving the 
public of the transportation economies and other benefits which 
would come from this unification, and which otherwise might 
be enjoyed through all the intervening years before the Com- 
mission did undertake to establish such a general plan.” 

F. H. Wood, counsel for the Milwaukee, regarded the sug- 
gestion as to imposition of conditions as interjection of a new 
issue in the proceeding. 

“We have now, at the very conclusion of this argument,” 
said he, “the authoritative suggestion, made for the first time, 
and not hitherto made, even in brief, in reply to our arguments, 
that this matter may be adjusted by a conditional order similar 
to that made in the Central Pacific case.” 

Mr. Wood said that if the Commission was going to con- 
sider disposition of the case on such a basis as suggested, “we 
think we ought to have the opportunity to be heard in reply, 
because we think there is a very considerable distinction between 
the preservation of the status quo in the Central Pacific case 
pending final decision and the creation of an entirely new 
status with a conditional order which would be accomplished 
here.” 

“There are many other reasons which, obviously, the Com- 
mission does not desire to hear at this time, so I only ask that, 
if the Commission should seriously consider such a proposition, 
we may have an opportunity to be heard in reply,” said Mr. 
Wood. 

Mr. Hines, in the course of his concluding argument, said 
the word “gigantic” had been brought into the case frequently, 
“as if, by calling this thing gigantic, that wiped out of the case 
the questions of public interest that were involved.” He then 
argued that simply calling the proposal “gigantic” and ignoring 
important aspects of the matter did not in any way aid the 
Commission in reaching a conclusion as to what would be in 
the public interest. 

“What do you say about the duty of the Commission in a 
case of this kind, in connection with the short lines?” asked 
Commissioner Farrell. 

Replying to the effect that that phase of the case had been 
handled by other counsel, and that he would not go into it in a 
general way, Mr. Hines said, “we have attempted to proceed 
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on the idea that what these companies should do for the short 
lines should be done according to the test of the public interest, 
so that the creation of this system would not result in depriv- 
ing the public of important short line service, which it other- 
wise ought to have.” 

“I was thinking about the Commission itself,” said Com- 
missioner Farrell, who continued at this point as follows: 


It seems to me there has been some discussion here that would 
not help the Commission very much. For instance, Congress had to 
do several things when it gave the Commission authority to pass 
upon an issue of this kind. That is to say, I think that section 5, 
which deals with consolidation, must be read together—that is, all 
parts of it must be read together—in determining how to administer 
any part of it. I understand that the principal reason advanced by 
these northern lines for approval of this application is that it will 
enable them to save about $10,000,000 that they could not otherwise 
save. I can see that part of it very readily. That is to say, I can 
understand how, if it were under one operation, there might be sav- 
ings that would be impossible otherwise, and are otherwise impossible 
today. 

But Congress had in view, also, the preservation, in the public 
interest, of the weaker lines which, without the assistance and co- 
operation of the trunk lines, are unable to continue operation. It 
had also in mind, as was stated by Mr. Wood, the formation of 
systems which would be about equal in strength and in cost of 
operation per unit of traffic transported. It had further in mind the 
preservation, in so far as it might be possible in a transaction of 
this kind, of the existing routes and channels of trade and com- 
merce. So far as the existing routes and channels of trade and 
commerce are concerned, it seems to me that the most that has been 
presented has been speculative. Nothing very definite upon that point 
has been presented. I do not say that it could have been; but it 
leaves the Commission without anything very definite to go by, so 
far as that point is concerned. 

However, there is one point that has been very troublesome, I 
think, in the past, in these cases. They have come in here piece- 
meal. A scheme with reference to a particular part of this country 
has not been presented at one time to the Commission, and the Com- 
mission has been compelled, according to my view—and I am speak- 
ing only for myself—to act the part that has been described as 
obstructive, instead of being of assistance. I conceive the idea that 
the Interstate Commerce Commission, without the assistance of the 
carriers as such, and other people interested in this problem of 
consolidation, or control by one line of another, and so forth, as taken 
care of or provided for under section 5, is unable to do anything 
definite. How can we decide the question of whether a particular 
short line should be connected with a combination we are asked to 
approve unless somebody brings that short line before the Com- 
mission? Is the Commission to go out into the field and search for 
these problems and bring them in itself? What is your view about 
a matter of that kind? 


Replying, Mr. Hines said: 


First let me say that I believe that when you examine our 
briefs you will find that the matter of routes and channels has 
been developed in a very careful and thorough way, and that 
with respect to these main routes and channels which exist be- 
tween the two Northern lines and the Burlington, the facts are 
given carefully and effectively. 

As to this matter of equal strength, let me say that I do not 
believe the statute contemplates systems of equal size. 

It does contemplate that when you come to a general consolida- 
tion plan the matter of relative rate return is important, but it 
leaves the Commission absolutely free to have some systems larger 
than others, and I think Congress deliberately omitted to say that they 
should be of equal size, realizing how impracticable that would be. 
I think the tentative plan that was worked‘up to serve as a basis 
for discussion shows, by the tremendous disparity in size, that that 
was not a thing that the Commission then contemplated was called 
for by the law. 


Coming to this short line situation, I want to say that in this 
case I believe we have done more, voluntarily, at the outset of the 
case, to aid the Commission, than has come to my attention in other 
cases. We made an analysis of all the short lines in our territory. 
We gave the facts about every one of them. We put all that before 
the Commission. We did not wait for the carriers connected with 
the Northern lines to come in and intervene. We took the initiative 
and brought all that material before the Commission for its informa- 
tion. Then, acting on our own judgment, as we had to do, to present 
the matter, we classified those lines and showed which, on the facts 
as we understood them, would not be of concern here. We showed 
others that we thought would be, and then we made offers as to 
those we thought would be of concern to the Commission. 

When President Budd, who made the offer, was on the stand he 
was asked the question, and he made it clear that that was the 
offer which the northern lines felt was a reasonable and propper 
offer, to assist the Commission in working out its responsibility with 
respect to the short lines; but that if the Commission, in the light 
of all the facts we had put in, and of any other facts the Commission 
had, wanted to suggest, or had occasion to suggest any further at- 
tention to that matter, we would, of course, consider those sugges- 
tions with the greatest care. I believe our position has been affirma- 
tive and helpful in the matter, realizing the importance that the 
Commission attaches to it. 


Mr. Hines appealed to the Commission not to be persuaded 
against acting favorably on the application at this time by argu- 
ments that the Commission should not act, but should wait to 
see what would develop later. Said he: 


In conclusion, let me emphasize that this is a highly important 
opportunity offered the public to have the advantage of extremely 
valuable transportation benefits. It has been brought about by the 
stockholders agreeing upon terms and being willing to deposit their 
stock to provide an orderly way for the decision of the question in 
accordance with the law. This has been done with equality to all 
the stockholders, without an increase in the fixed charges, and 
without any underwriting or other bankers’ profits. 

If this is denied, further progress will naturally be very greatly 
delayed. Here is a great opportunity to do a constructive thing in 
the public interest and in the promotion of the government’s policy. 
While others have tried to discourage the taking of action now, for 
the reasons I have mentioned, I think the time and the record are 
ripe to admit of such action being taken. The opportunity is present, 
and the public benefits are great, without substantial injury in any 
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direction; on the contrary, any alternative solution would be unwige 
and injurious; and furthermore, would be impracticable in any 
voluntary method of railroad combination. ; 

We therefore respectfully ask the commission to authorize the 
unification. 


“All this talk about competition, it seems to me,” said My. 
Hines, in discussing contentions that approval of the application 
would be detrimental to the public interest from the standpoint 
of competition, ‘really goes back to the old-fashioned idea that 
you want all the competing railroads that are possible. That 
was the idea of the anti-trust act. It is not the idea of the 
transportation act. 

“Once you have enough strong railroads giving high-class 
service in a community, or in a series of communities, to furnish 
the necessary stimulus to the best service, and the necessary 
stimulus to the readjustment of rates to develop the territory 
and satisfy the public interest, beyond that the multiplication 
of railroads is wasteful and contrary to the public interest. That 
is the principle of the transportation act.” 

Mr. Hines contended that, considered relatively to area, 
there was more competition in the northern tier of states in 
issue than elsewhere and that the reduction, by one, of the rail- 
roads in the United States, in that area, would be decidedly in 
the public interest. 


RATES BETWEEN CANADA AND U. §. 


Trunk lines and New England lines have. advised the Com. 
mission in Ex Parte 93, publication of rates on traffic between 
the United States and Canada, that it is their belief that the 
joint international rates now in effect and that have been in 
effect for many years between points in the United States and 
points in Canada are lawful rates. The meaning of the word 
“lawful” as used in the answer, say the carriers, is that the 
carriers, parties to these rates, were and are within their legal 
rights in publishing such rates and moving traffic in accord- 
ance therewith. They answer affirmatively the question as to 
whether such joint rates should be retained in the tariffs. They 
also say that rates should be published on all articles moving 
between points in Canada and points in the United States for 
that portion of the haul to and from the international boundary, 
from and to points in the United States, and that the Supreme 
Court’s statement in the New Syndicate case, in respect of the 
duty of the carriers to publish these rates, is clear and concise. 

Argument in the proceeding was heard by the Commission 
October 11 along the line of the argument made in the briefs 
heretofore summarized in The Traffic World. 

Chairman Campbell said the Commission had hoped to 
have present the members of the Board of Railway Commis- 
sioners of Canada and that they had tentatively indicated they 
would be present but that later he was advised that they de- 
cided it would be best not to sit with the Commission because 
of a provision in the Canadian statute that the Canadian board 
should not sit outside its jurisdiction. 

Those who were heard by the Commission were R. W. 
Barrett, for the trunk lines and New England lines; A. H. 
Lossow, for the Minneapolis, St. Paul & Sault Ste. Marie; 
J. R. Bell, for the Southern Pacific; Parker McCollester, for 
the Publishers’ Association of New York; Willis Crane, for the 
Brown Company; Wilbur LaRoe, Jr., for the International Pa- 
per Company; L. M. Walter, for the Tribune Company; W. W. 
Collin, Jr., for the Abitibi Paper Company; George T. Bell, for 
California pine manufacturers; R. E. Quirk, for the American 
Cyanamid Company; P. E. Blanchard, for Armour and Co; 
and Fred N. Oliver, for National Association of Railroad and 
Public Utility Securities. 

A suggestion by Mr. Barrett that the carriers would meet 
the requirements of the Supreme Court’s decision in the News 
Syndicate case if they made effective in simple form the 
present local rates to and from stations of carriers nearest the 
international boundary line as the rates to and from the inter- 
national boundary line itself caused interrogation by Commis- 
sioner Farrell who indicated that, in his opinion, the carriers 
would have to do what the Supreme Court said was their duty 
—the establishment of rates from and to the international 
boundary. 

Mr. Barrett believed that what he proposed would meet 
the requirement of the court’s decision. The commissioner 
appeared to feel that the carriers would have to publish rates 
to and from the boundary and not rates to points near the 
boundary. 

Mr. Lossow suggested that a simple solution of the prob- 
lem would be for the Commission to refrain from awarding 
reparation on shipments moving under joint international rates. 


SUSPENDED TARIFFS 


In I. and S. No. 3178, the Commission has suspended from 
October 9 to May 9 schedules in supplement No. 6 to 
Glenn’s I. C. C. No. A-661. The suspended schedules propose 
to assess a charge of 5 cents per 100 pounds, for account of 
the Southern Railway, for delivery of shipments of cotton to 
compresses or warehouses served by other lines at Memphis, 
Tenn., in lieu of the present free service on such movements, 
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which will be in addition to the line-haul rates published to 
Memphis. <— 

In I. and S. No. 3179, the Commission has suspended from 
October 9 to May 9 schedules in joint supplements Nos. 40, 42, 
43 and 46 to Johanson’s I. C. C. No. 1946, and Jones’ I. C. C. No. 
1909. The suspended schedules propose to increase rates on 
glass or silica sand, carloads, from Guion, Ark., to Arkansas, 
Louisiana and Oklahoma points. The following is illustrative: 


Glass or silica sand, carloads, rates in cents per 100 pounds, from 
Guion, Ark., to Fort Smith, Ark., present 10, proposed 11%; Shreve- 
port, La., present 12, proposed 13%. 


In I. and S. No. 3180 the Commission has suspended from 
October 10 until May 10 schedules in Supplement No. 11 to 
Boyd’s I. C. C. No. A1871. The suspended schedules propose 
inefease in rates on apples, carloads, from .Missouri and Kansas 








points to South Dakota, Minneosta and Iowa destinations. The 
following is illustrative: 
Rates on apples, carloads, in cents per 100 pounds. 
Rates 

From— Presen Proposed 
= Joneeh, Mo. to Bt. Pawl, Mim. 4.2.66 iccccsecces 34.5 a43 
o Josep, 220., to Sioux Valls, &. D. 4.22. .ccsccse 34.5 41.5 
St. Joseph, Mo., to St. Clopd, Minn. ............... 37 45.5 


a Via Great Northern Ry. 





PRICES AND RATES ON PEACHES 


Spreads in prices paid to growers for peaches regardless of 
variety or grade in the 1927 season at individual points were 
frequently many times the freight rates to distant markets, ac- 
cording to a study of production, prices, and distribution of 
peaches made by the Bureau of Railway Economics. 

A spread of $15.03 a hundred pounds in prices of Georgia 
peaches at New York or about twelve times the freight rate 
from points in Georgia, while a seasonal spread of $13.83 at 
Chicago was about fourteen times the freight rate, according 
to the bureau. 

Production of peaches in the five-year period from 1923 to 
1927, inclusive, was approximately 50 per cent greater than that 
for the five-year period from 1903 to 1907, inclusive, according 
to the study. The average annual production in the 1923-1927 
period was 52,200,000 bushels. Continuing, the bureau, in part, 
says: 


California ranks as the most important peach-growing state. The 
average annual] production of that state for the five-year period from 
1923 to 1927 amounted to 17,808,000 bushels, or 34.1 per cent of the 
average annual production of the entire United States. Georgia ranks 
second with 7,247,000 bushels, or 13.9 per cent; New Jersey, third, 
with 2,437,000 bushels, or 4.7 per cent, and Arkansas, fourth, with 
2,008,000 bushels, or 3.8 per cent. Thus 56.5 per cent of the commer- 
cial crop during the five years 1923 to ]927 was produced in four 
states, while the remaining 43.5 per cent was produced in 36 states. 
Forty out of the forty-eight states produce peaches commercially. 

New York is by far the largest market for fresh peaches. The 
rail unloads in that market alone in 1927 amounted to nearly 4,800 
carloads, which was more than double the number of cars unloaded 
at Chicago, the next largest market. 

Distribution of peaches in 1927 was widespread. Peaches from 
Georgia reached 58 of the 66 markets included in the study, or all 
of the markets east of Salt Lake City, Utah, with the exception of 
Shreveport, Louisiana, and El Paso, Texas. Peaches from California 
reached 56 of the markets from coast to coast and from the Great 
Lakes to the Gulf. Those from Illinois reached 38 markets; Arkan- 
sas, 36; North Carolina and New York, 35 each; New Jersey, 32; Penn- 
sylvania, 31, and Delaware and Maryland, 30 each. Even those states 
which made small shipments sometimes sent them long distances. 
ad 1 _ four cars shipped from Oregon, for example, went to 
New York. 


SOUTHWESTERN MERGER CASE 


In view of the fact that the Missouri-Kansas-Texas Rail- 
road Company has withdrawn its application in Finance No. 
6817 for authority to acquire control of the St. Louis South- 
western Railway Company, and/or the Kansas City Southern 
Railway Company, the Commission has canceled the hearing 
in the case assigned for October 22 at Dallas, Tex., before 
Director Mahaffie. 

The hearing in No. 20672, Interstate Commerce Commission 
vs. Kansas City Southern and Sub. No. 1, Same vs. Missouri- 
Kansas-Texas, scheduled to begin October 22 at Dallas, Texas, 
has been postponed to a date to be hereafter fixed. These are 
the Clayton act proceedings against the two roads named grow- 
ing out of acquisition of stock in connection with the proposed 
Loree southwestern merger. 


SOUTHWESTERN CLASS RATES 

The Morton Salt Company, in its answer to the carriers’ 
petition in I. and S. No. 3130, asks that the petition be denied 
in so far as it relates to rates on cans, fiberboard, paper, pulp- 
board or strawboard with fiberboard, paper, pulpboard, straw- 
board or metal tops or bottoms. 

The General Chemical Company asks that the petition be 
denied in so far as it applies to rates on sulphate of alumina, 
carloads. . 

The Ozark Cider & Vinegar Co., and other vinegar com- 
panies, in their answer to petition of southwestern carriers for 
vacation of orders in I. and S. No. 3130, ask that the petition 
be denied in so far as it may be interpreted as seeking the 
vacation of suspension on vinegar stock. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) What constitutes a com- 
mon carrier is a question of law, and it is a question of fact 
whether one charged as a common carrier is actually within 
that definition—Big Bend Auto Freight et al. vs. Ogers, 269 Pac. 
Rep. 802. 

Private carrier cannot, by legislative command, be converted 
into a common carrier, consistent with due process clause of 
Const. U. S. Amend. 14.—Ibid. 

Shipment of goods by truck under private contract, between 
single shipper and private carrier, does not constitute violation 
of public utilities act, Laws 1927, pp. 179, 767, regulating the 
business of operating motor vehicles as common carrier.—Ibid. 

One engaged in business of transferring mill products by 
truck under contract with mill company was not subject to 
regulation under Laws 1921, pp. 251, 338 (Laws 1927, pp. 179, 
767), regardless of nature or extent of operations, so long as 
they were confined to transporting the products of the mill com- 
pany.—Ibid. 

One engaged in transporting mill products by truck between 
different towns in state, under private contract with mill com- 
pany, held not subject to regulation as common carrier, under 
Laws 1921, pp. 251,.338 (Laws 1927, pp. 179, 767), by virtue of 
casual acceptance for accommodation of emergency articles, 
such as drugs and repairs for farm machinery, where amount 
of outside freight hauled was so slight as to be almost negligible; 
question of good faith being controlling in determining whether 
truck line became common carrier.—Ibid. 

(Supreme Court of South Carolina.) A railroad corporation 
is a business corporation, which cannot be denied a _ judicial 
investigation of the question as to confiscation of its property.— 
Blease et al., State R. R. Commission, vs. Charleston & W. C. 
Ry. Co., 144 S. E. Rep. 233. 

Order of Railroad Commission that railway company restore 
certain discontinued trains fs simply legislative.—Ibid. 

Whether order of Railroad Commission that railway com- 
pany restore certain discontinued trains is reasonable is a judi- 
cial question.—Ibid. 

Failure of Railroad Commission to provide for investigation 
by courts in its order that railway company restore certain dis- 
continued trains does not make such order void, as courts have 
such power anyway.—Ibid. ; 

State cannot justify confiscation of railway property devoted 
to intrastate passenger service merely because some other branch 
of company’s business, state or interstate, is reasonably profit- 
able.—Ibid. 

While a railroad corporation has only restricted power in 
management of its business affairs and property, since Congress 
and state Legislature enact laws on subject and Interstate Com- 
merce Commission and state Railroad Commission promulgate 
rules and regulations, it should be guarded against undue en- 
croachments, without full investigation, and necessity thereof 
for reasonable public service clearly established, without con- 
fiscating its property.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, —, by West Publishing Co., St. Paul, Minn. 


opyright, 1928, by West Publishing Co.) 





(District Court, W. D., New York.) Where contract for 
charter of lighter was a bare-boat charter, lessee of lighter was 
a bailee for hire, with obligation to return boat in condition 
received, necessary wear and tear excepted.—Cowles Towing 
Co., Inc., vs. American Construction & Dredging Co., 27 Fed. 
Rep. (2d) 622. 

Under a bare-boat charter, covenant to insure is not implied. 
—Ibid. 

In libel by owner for recovery of lighter chartered to re- 
spondent, burden of proof to establish negligence of respondent 
was prima facie met by showing failure to return boat.—Ibid. 

In libel by owner of lighter against lessee, to whom boat 
had been chartered, for return of boat which sank, evidence 
held to show that lessee was at fault for failing to inspect boat 
for structural damage, and repair it, after collision with canal 
barge while in possession of lessee.—Ibid. 

In action by owner of lighter against lessee for recovery 
of lighter, which sank while in possession of lessee, finding that 
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lighter was badly constructed, old, rotten, and unseaworthy. held 
not warranted, in view of evidence that lighter had been going 
about her regular business for several months, both in service 
of lessee and others.—Ibid. 

(District Court, S. D., New York.) Oil tanker, on petition 
to limit liability, held not negligent as respected fire, while dis- 
charging gasoline to barge, because of failure to exercise rea- 
sonable care in inspecting connections between hose and nipple 
used in discharging gasoline.—Sinclair Nav. Co. vs. F. J. Bauer 
Towing Line, Inc., et al., 27 Fed. Rep. (2d) 606. 

One claiming the statutory right of limitation of liability 
under Rev. St., secs. 4282-4287 (46 USCA, secs. 182-187), has 
burden of showing that he was without privity in fault from 
which the liability sought to be limited arises.—Ibid. 

Evidence held to establish that officers of corporation own- 
ing barge had full knowledge as to defective hose used in dis- 
charging gasoline to barge, so as to preclude limitation of lia- 
bility for fire damage resulting.—Ibid. 


SUPREME COURT ACTION 


The Supreme Court of the United States, October 8, denied 
petitions for writs of certiorari in thirteen cases and granted 
such petitions in four cases, involving railroads or steamship 
companies. 5 

Petitions for writs were granted in the following cases: 


No. 133. Chesapeake & Ohio vs. Tobe Stapleton, a personal in- 
- jury case, to the Court of Appeals of Kentucky. ; 
No. 160. Virginian vs. J. E. Kirk, a personal injury case, to the 
Supreme Court of West Virginia. : 
No. 219. Delaware, Lackawanna & Western vs: John Koske, a 
personal injury case, to the New Jersey Court of Errors and Appeals. 
No. 220. John Johnson vs. United States Shipping Board Emerg- 
ency Fleet Corporation, a personal injury case, to the Circuit Court 
of Appeals for the Second Circuit. 


Petitions for writs were denied in the following cases: 


No. 122. Dollar Steamship Line vs. Matson Navigation Co., a 
vessel collision case, from the Circuit Court of Appeals. 

No. 142. Belt Railway of Chicago vs. Ola Pfeifer, administratrix, 
a — injury case, from the Appellate Court of Illinois, first 
district. 

No. 146. Union Pacific vs. Frank K. Bowers, an income tax case, 
from Circuit Court of Appeals for the Second Circuit. 

No. 158. Nevada-California-Oregon Railway Co. vs. United States, 
a — federal-control compensation case, from the Court of 
Claims. 

No. 184. Southern Pacific Co. vs: Industrial Commission of Utah 
et al, a personal injury case, from the Supreme Court of Utah. 

Nos. 192 and 193. County of Delaware, Pa., and School District 
of Tinicum Township, vs. United States Shipping... Board, involving 
taxation of Shipping Board properties, from the Circuit Court of 
Appeals for the Third Circuit. 

No. 197. P. N. Salisbury vs. Atchison, Topeka & Santa Fe, a 
personal injury case, from the Supreme Court of Kansas. 

No. 213. John Steidle, administrator, vs. Reading Co., a personal 
injury case, from the Circuit Court of Appeals. 

No. 221. Alexander Eccles & Co. vs. Strachen Shipping Co., in- 
volving claim for loss of 28 bales of cotton, from the Circuit Court 
of Appeals for the Fifth Circuit. 

No. 222. Pan American Petroleum & Transport Co. vs. Steam- 
ship Virginia, a vessel collision case, from the Circuit Court of Ap- 
peals for the Second Circuit. 

No. 223. Washington & Old Dominion vs. A. W. McPherson, a 
personal injury case, from the Court of Appeals of the District of 
Columbia. 

No. 224. Northern Oklahoma Railways vs. Missouri-Kansas-Texas, 
from the Circuit Court of Appeals for the Eighth Circuit. Northern 
Oklahoma sought review of decision holding that the railroad had to 
obtain certificate from the Commission to build a short line of rail- 
roa@ in Craig county, Okla., although the company contended the line 
was to be wholly of an intrastate character. 

In No. 380, Guillet vs. Louisiana Railway & Navigation Co., a 
personal injury case from the Louisiana Supreme Court, the court 
held there was no federal question upon which certiorari could be 
issued and denied a petition for a writ and also a motion to proceed 
further in forma pauperis. 


LOS ANGELES STATION CASE 


Justice Hitz, of the Supreme Court of the District of Colum- 
bia, has set for argument in his court October 18, City of Los 
Angeles ex rel. United States vs. Interstate Commerce Commis- 
sion, in which the city of Los Angeles is asking for a writ of 
mandamus directing the Commission to issue an order requiring 
the railroads to construct a union passenger station and terminal 
in accordance with the finding of public convenience it made 
in a formal docket case involving that question. The complain- 
ing city will be represented by Max Thelen. The Commission 
will be represented by Chief Counsel Knowlton. 

All the railroads interested have asked to be allowed. to 
intervene both as parties and as friends of the court. They 
have also filed answers and demurrers, the latter looking to the 
dismissal of the petition on the ground that the law pleaded by 
Los Angeles did not apply to the facts. 





VESSEL COLLISION CASE 


The United States district court in the southern district 
of New York has decided a case adverse to the contention of 
the government, involving a claim of more than two million 
dollars, arising out of a collision between the government vessel 
“Hisko” and the Atlantic Fruit boat “Almirante.” The Depart- 
‘ment of Justice is giving consideration to the question of an 
appeal to the Circuit Court of Appeals to determine the rights 
in this matter and, in a statement, says: 
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The collision between these vessels occurred in the early morning 
of September 6, 1918. The suit was brought by owners of 4 
“Almirante” under an act of Congress authorizing suit to be broupy 
against the government in such cases. 

The difficulties surrounding this controversy arise out of th 
fact that the collision happened during the war period when gy). 
marines were active along the Atlantic coast, and vessels frequenty 
were sailing without lights, which appears to have been the case y 
to the government vessel ‘“‘Hisko.” The claim on behalf of th 
Almirante” was that she had lights, but the officers of the “‘Hisko' 
who asserted that they were on lookout for submarines, saw jy 
lights aboard the ‘Almirante.’ 

The decision of the district court holds the government Vessel 
responsible for the loss and damage to the “Almirante,” and th 
question of appeal turns on whether, in view of the fact that the 
collision occurred during the war period, the courts may not in- 
cline to give the benefit of doubt to privately owned vessels on 
account of conditions of war which imposed the unusual safeguards 
with respect to the carriage of lights on vessels in areas infested }y 
enemy submarine boats. ; 


CAB STORM WINDOWS 


The Commission has denied a petition of the Chesapeake ¢ 
Ohio asking exemption for its locomotives from the requirement; 
of rule 116 (i) of the rules and instructions for the inspectig, 
and testing of steam locomotives and tenders as to equipping 
steam locomotives used in road service with cab storm wip. 
dows. The Commission may exempt locomotives from the rp. 
quirement if it is found that clearances will not permit safe 
operation of locomotives when equipped with storm windoys, 
It found that in the case of the C. & O., locomotives had beep 
equipped with storm windows and that the same had been use 
with safety. 

At the same time the Commission granted a similar peti. 
tion of the Pennsylvania as to locomotives on the Panhandk 
division of that company. 









VAN: SWERINGEN PLAN CASE 


Acting ‘on the petitions of the Chesapeake & Ohio for 
modification of its order in Finance Nos. 6113 and 6114, in 
which the Chesapeake & Ohio was authorized to acquire con. 
trol of the Pere Marquette, the Commission has assigned the 
proceedings for further hearing at a time and place to be 
hereafter fixed. The C. & O. in its petitions asked that it be 
permitted to buy Pere Marquette stock held by the Nickel 
Plate at $133.33 a share instead of $110 a share as provided 
in the Commission’s order, and to issue 300,000 shares of com- 
mon capital stock at par of $100 a share to its stockholders 
instead of 200,000 shares at $150 a share. 

In another order in Finance No. 6114, the Commission has 
denied the joint petition of the Arcade & Attica Railroad Cor. 
poration and six other short lines for reopening of the pro- 
ceeding for reconsideration and. argument, in connection with 
disposition of the short lines. 


CHANGES IN DOCKET 


Argument in No. 19606, Lemmon Grocery & Produce Co. 
vs. C. M. & St. P. Ry., assigned for October 13, at Washington, 
D. C., was canceled and reassigned for October 19, at Wash- 
ington, D. C. 

Valuation No. 1080, in re tentative valuation of the property 
of the Western Union Telegraph Co., was set for hearing at 
Washington, D. C., October 8, before Examiners Marchand and 
Folsom. 

21508, Swift & Co. vs. A. & S. Ry. et al., was set for hear- 
ing at Biloxi, Miss., October 11. 

Hearing in Finance No. 6792, application Mississippi River 
Western Ry. for authority to construct and operate a line of 
railroad in Mississippi county, Ark., assigned for October 12, 
at Little Rock, Ark., before Arkansas Railroad Commission, 
was canceled and reassigned for October 23, at Little Rock, 
Ark., before Arkansas Railroad Commission. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, for July and the seven months 
ended with July, compiled by the bureau of statistics of the 
Commission from carrier reports, show the following: 


Loaded car-miles—1,471,353,000 for July and 1,423,360,000 for 
July, 1927; 9,972,943,000 for the seven months ended with July and 
9,995,572,000 for the same period of 1927. 

Empty car-miles—868,785,000 for July and 842,999,000 for July, 
—_—" for seven months and _ 5,876,619,000 for same period 
o fs 

Net ton-miles—39,196,000,000 for July and 38,369,000,000 for July, 
1927; 263,032,000,000' for seven months and 272,373,000,000 for same 
period of 1927. F 

Average number locomotives on line—30,117 for July and 30,856 
+ alee 1927; 30,408 for seven months and 31,141 for same period of 


Average number freight cars on line—2,484,970 for July and 2,512,- 
923 for July, 1927; 2,479,111 for seven months and 2,512,433 for same 
period of 1927. 

Per cent unserviceable total locomotives—16.3 for July and 16 
inet 1927; 16.4 for seven months and 16.6 for same period of 

Per cent unserviceable total cars on line—6.4 for July and 6.2 
for July, 1927; 6.2 for seven months and 5.8 for same period of 1927. 

Car-miles .per car-day—30.4 for July and 29.1 for July, 1927; 30 for 
seven months and 29.8 for same period of 1927. 

Net tons per loaded car—26.6 for July and 27 for July, 1927; 26.4 
for seven months and 27.2 for same period of 1927. 
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THE BULL DOG 
Merchandise 
Akron to Seaboard Cities 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh | 
THE BISON 
Live Stock—Perishable 
Buffalo to Seaboard Cities 


THE GUTS 
Merchandise 
Buffalo to Seaboard Cities 


MAN O’WAR 
Live Stock 
Chicago to Seaboard Cities 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


THE MERCURY 
Merchandise 


Chicago to Seaboard Cities 


THE SALESMAN 
Merchandise 
Chicago to Buffalo 


THE MASCOT 
Merchandise 
Chicago to Pittsburgh 


THE RELIABLE 
Perishable —Merchandise 
Chicago to Coiumbus 


THE VIRGINIAN 
Perishable —Merchandise 
Chicago to Columbus 


THE DERBY 
Perishable —Merchandise 


Chicago to Indianapolis , 


THE COLONEL 
Perishable —Merchandise 


Chicago to Louisville 


THE INVINCIBLE 
Perishable —Merchandise 


Chicago to Cincinnati 


SPARK PLUG ~* 
Live Stock —Perishable 


Cincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard 
Cities 
PUNCTUALITY 
Merchandise 
Pittsburgh to Toledo 
and Detroit 
THE STRAITS 
Perishable—Merchandise 
Cincinnati to Detroit 


THE FOREST CITY 
Perishable—Merchandise 
Cincinnati to Cleveland 
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, THE EAGLE THE CORNUCOPIA 
Perishable —Merchandise Merchandise 
Cleveland to Seaboard Cities Buffalo to Seaboard Cities 
THE GAS WAGON THE ORIOLE 
Merchandise Perishable Freight 


Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard 


UNCLE SAM 
Perishable Freight THE ACCELERATOR 
St. i d Merchandise 
— 7» da — Toledo to Pittsburgh 


“The Limiteds 
of the Freight Service’ 


9 


Many shippers throughout America: are 
benefiting from the regular, dependable 
on time performances of these 61 named 
Pennsylvania freight trains. 


They constitute a fleet of busy carriers 
whose importance in the industrial and 
commercial life of the nation can hardly 
be exaggerated. 


WE THE ROCKET 


Perishable— Merchandise 
Seaboard Cities to Buffalo 


Merchandise THE BIG SMOKE 
St. —, a Seaboard Merchandise 
_ Columbus to Chicago 
THE TRAILBLAZER 
Merchandise LIGHTFOOT 
St. Louis to Pittsburgh Perishable Freight 


THE THOROUGHBRED 


Live Stock THE VALET 
Indianapolis to Pittsburgh Perishable —Merchandise 
_ and Seaboard Cities Seaboard Cities to Louisville 
THE CAT BIRD THE MIAMI 
Perishable—Merchaniise Merchandise 


Norfolk to New York 
THE PREMIER 


Live Stock Perishable— Merchandise 
Pittsburgh to Seaboard (From Southern States) 
Cities Washington to Buffalo 


THE IRON MASTER 
Merchandise 
Pittsburgh to New York 


THE CHAMPION 
Perishable—Merchandise 
Pittsburgh to Wilkes-Barre 


(From Southern States) 
Washington to New York 


UNCLE REMUS 
Perishable Freight 
Cities (From Southern States) 


Washington to Boston 





Perishable —Merchandise 
Seaboard Cities to 


Columbus to Chicago 


Detroit to Cincinnati 
THE PURPLE EMPEROR 


THE NORTH STAR 
Perishable —Merchandise 
Pittsburgh to Buffalo 


THE WHITE MOTH 
Perishable —Merchandise 
Seaboard Cities to Ft. Wayne 
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THE PEERLESS 
Merchandise 


Pittsburgh to Chicago 


THE HUMMER 
Merchandise 


Pittsburgh to St. Louis 


THE STANDARD 
Merchandise 


Pittsburgh to Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 
Seaboard Cities to 
St. Louis 


‘THE DIVIDEND 
Perishable —Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE CHALLENGER 
Perishable —Merchandise 


Cincinnati to Chicago 


THE VAMP 
Merchandise 


Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 


Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable —Merchandise 
Seaboard Cities to Buffalo 


THE METEOR 
Perishable —Merchandise 
Seaboard Cities to Cleveland 


THE ARROW 
Perishable —Merchandise 
Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable —Merchandise 
Seaboard Cities to Chicago 


THE YANKEE 
Perishable —Merchandise 


New England to Chicago 


THE COMET 
Perishable —Merchandise 
Seaboard Cities to St. Louis 


THE ACE 
Perishable —Merchandise 


Seaboard Cities to 
Pittsburgh 


THE RENOWN 
Perishable —Merchandise 
Louisville to Chicago 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Terminals 


ocate c Modern Equipment- 
Fast Service-LowRates 


(CENTRALIZED supervision and operation assures 
high efficiency and uniform service to vessels and 
cargo interests alike. Waterside storage eliminates one or 
two transfers. Large electric elevators provide for safe 
movement of merchandise. Direct transfer Ship- Rail 
(except in New York, where the terminal is located with- 
in “free lighterage limits”) provides for the handling of 
cargoes with utmost safety and dispatch. Fire-proof build- 
ings with modern equipment bespeak low insurance rates. 


An organization rendering efficient, economical service 
to great numbers. 


BOSTON TIDEWATER TERMINAL, INC. NORFOLK TIDEWATER TERMINALS, INC. 
J. M. Hoffman, V. P. & Gen’l Mgr. J. A. Moore, Manager 


666 Summer Street, Boston, Mass. Norfolk, Va. 


ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE CoO. 
G. W. Green, V. P. & Gen’l Mgr. W.S. Bishop, Gen’l Mgr. 


17 State Street, New York Seneca and Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE CoO. 
G. M. Richardson, Gen’l Mgr. & Treas. Snowden Henry, Supt. 


10 Chestnut Street, Philadelphia 10 Chestnut St., Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Secretary and Treasurer 
HAINof TIDEWATER TERMINALS 


HAINGf TIDEWATER TERMINALS 
A. : , and ALLIED INLAND WAREHOUSES __ AEN 


HARVEY C.MILLER President y me 
mi COMMERCIAL TRUST BLDG. PHILA. PA. A Bi 
aay Lt WW, Simm = 


Mra 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Burean 


Full cargo markets have been less active than usual in the 
last week. Shipowners generally are utilizing their vessels in 
other trades and are keeping them away from the American 
market until business improves. This policy has resulted in a 
scarcity of tramp vessels here, so that shippers are finding some 
difficulty in getting the proper kind of ships for their require- 
ments. The same conditions have served to maintain rates at 
previous levels, without permitting the reaction that might be 
expected under other circumstances. It appears that no further 
decreases in rates are to be expected for the immediate future. 
Whether increases are to be anticipated depends on a revival 
in shipments with a consequent advance in the demand for space. 

Little demand has been noted for grain space from Montreal 
for October loading. Fixtures in the course of the week have 
been made to the west coast of Italy at 17%c for October and 
18c for November; 14%4c for Antwerp or Rotterdam for October. 
Inquiry for December-January space has not yet resulted in 
fixtures. 

The coal market has also been quiet, though fixtures are 
reported from Hampton Roads at $3.60 a ton to Rio de Janeiro 
and $3.75 to Santos for October loading. 

The lumber trade is fairly strong. Shippers with Novem- 
ber commitments from the Gulf are offering $15.25 a thousand 
feet without attracting much interest from shipowners. 

Final settlement of the rate disputes prevailing in the north 
Atlantic-Antwerp-Rotterdam and New York-Calcutta trades has 
been effected. Confirmation that agreements to end the rate 
wars in these two trade routes had been ratified was estab- 
lished following conferences in New York and Washington be- 
tween representatives of the various lines involved and officials 
of the Shipping Board and Merchant Fleet Corporation. 

Completion of the negotiations for settlement of the Ant- 
werp rate disturbance was reached at the Shipping Board at 
a conference between Chairman T. V. O’Connor and J. E. Dock- 
- endorff, president of the American Diamond Line. 

Final settlement of the Calcutta rate situation was effected 
at a conference in New York between Edward A. Kelly, vice- 
president of the Merchant Fleet Corporation, who represented 
the government’s shipping bureaus, and James A. Farrell, presi- 
dent of the United States Steel Corporation, operator of the 
Isthmian Line; Robert Blake, Cunard Line assistant directors 
in the United States; Joseph T. Lilly, head of Norton, Lilly, 
Ellerman-Bucknall, agents, and Kermit Roosevelt, president of 
the Roosevelt Line, Shipping Board operator of the American 
Indian Line. 

The document submitted to Chairman O’Connor by Dock- 
endorff, who represented the board of negotiations abroad with 
officials of the Red Star, Holland-America, and Lloyd Royal 
Belge lines, detailing the basis for settlement in the Antwerp 
dispute, has been transmitted to Vice-Chairman Edward C. 
Plummer, commissioner in charge of the Shipping Board’s bureau 
of traffic. 

The Antwerp rate settlement is understood to involve a 
new allocation of sailings and division of traffic among the lines 
on a fixed percentage basis. 

The Calcutta agreement is said to contain provisions for 
equitable distribution of the jute traffic among the lines oper- 
ating ships in the trade with a new division of sailings. 

As a result of the final settlement of the Antwerp-Rotterdam 
and Indian disputes, shipping lines now are expected to readjust 
freight rates to former level and begin in 1929. Many of the 
lines in these trades were reported holding up next year’s con- 
tracts until peace was declared. 

River Plate and Brazil rate changes effective October 9, 
1928: Brazil—Paper bottle wrappers, fifth class w/m; caustic 
soda, extend present rates through June 30, 1929. 

River Plate—Paper bottle wrappers, fifth class w/m; cab- 
inets, filing, except safe, files same as furniture; cabinets safe 
filing, same as safes; safes and safe files, third class; vaults 
same as safes; logs and piling, creosoted, add and cross arms; 
arbitrary to Zarate $2 per ton w/m over Buenos Aires for 
direct shipment only. 

The proposed consolidations which General A. C. Dalton was 
unable to convince the Shipping Board were feasible at this 
time took on renewed interest when it was reported that he 
not only urged the consolidation of the United States and 
American Merchants’ Lines, but the America France, Black 
Diamond and Yankee Lines as well, in addition to grouping many 
individual services operating out of the Gulf under fewer op- 
erators. 

The board rejected all of General Dalton’s proposals on the 
ground that the pending sale of the United States and American 
Merchants’ Lines on November 15 made such a plan untimely. 
No reasons have been received for its attitude on the merger 
of the France, Diamond, and: Yankee services, but it is reported 
the board has taken the position that the north Atlantic rate 
war, in which the Diamond service is directly involved, first 
must be settled before any consideration can be given to con- 
solidating it with the other two cargo services, 
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General Dalton’s proposals are said to have called for re. 
ducing the present twenty-one Shipping Board services to four- 
teen through a series of consolidations. The majority of these 
consolidations would be effected among the eleven services op- 
erating out of Gulf ports, many of which have been the heaviest 
losers of government-operated lines. 

Unverified reports are to the effect that the proposed Gulf 
consolidations included grouping the Dixie Mediterranean, Gulf 
West Mediterranean and the Texas Mediterranean Lines under 
one operating head, consolidating the Dixie U. K., Texas U. K. 
and Mobile Oceanic Lines under another head, and placing the 
Mississippi Valley and Texas Star Lines under one management. 


N. ATLANTIC RATE AGREEMENT 


The Traffic World Washington Burcau 


The Shipping Board has approved the agreement of the 
lines in the north Atlantic-Rotterdam-Antwerp trade that brings 
to an end the differences as to rates that have existed in that 
trade for some time. Negotiations conducted abroad by J. E. 
Dockendorff, of the Black Diamond Steamship Corporation, op- 
erator of the American Diamond Line for the Shipping Board, 
resulted in the making of the agreement. No details of the 
agreement were made public by the board. It was understood, 
however, that the agreement provided for cooperation among 
the lines, which include the Shipping Board line and foreign 
lines in the service, as to sailings and division of traffic. 

The American Diamond Line withdrew fiom the Trans- 
Atlantic Continental Conference May 5, 1927, after the con- 
ference had refused to meet the lines’ demands for a differential 
under the conference tariffs. The request was based on the com- 
petition of the fast passenger liner tonnage operated by the Red 
Star and Holland-America lines. 

T. V. O’Connor, chairman of the Shipping Board, some time 
ago began negotiations looking to a settlement of the dispute 
in the north Atlantic-Rotterdam-Antwerp trade as well as in the 
New York-Calcutta jute trade. A basis for settlement in the 
latter trade was agreed upon. 





OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 15 
of the shipping act were approved by the Shipping Board Oc- 
tober 9: 


Norton, Lilly & Co. with members of River Plate & Brazil Conf.: 
Agreement by line not member of conference to observe conference 
rates, rules and regulations until and unless prior notice of deviation 
therefrom is given. 

Brocklebank’s Cunard Service with New York & Porto Rico: 
Provides for through movement of an apportionment of earnings on 
gunny sacks from Calcutta to Porto Rico via New York, the through 
rate and transshipment cost to be apportioned on the basis of 60 
per cent to Cunard and 40 per cent to Porto Rico Line, with specified 
minimum proportions to the latter according to port of destination in 
Porto Rico. 

Standard Fruit, American Fruit, Cuyamel and New York & Cuba 
Mail: Agreement to maintain uniform agreed rates and conditions 
applicable to northbound and southbound shipments between New 
Orleans and/or New York and Vera Curz and/or Tampico, changes 
to be determined by unanimous vote, each line retaining right of 
independent action when unanimous agreement cannot be reached. 

American Merchant, Atlantic Transport, Cunard, Furness, Withy 
& Co., and Leyland: Agreement to observe uniform agreed rates and 
methods of delivery on crude and raw packed rubber moving from 
London to North Atlantic ports through June 30, 1929. The lines 
designate the individual authorized to negotiate contracts for carriage 
on their behalf. 


HARDWOOD LUMBER COMPLAINT 


The Foreign Trade Bureau of the New Orleans Association 
of Commerce has filed a complaint with the Shipping Board 
against the Bank Line and a number of other steamship com- 
panies, alleging violation of sections 16 and 17 of the shipping 
act with respect to handling of shipments of hardwood lumber 
at New Orleans. The case has been docketed as No. 51. It is 
alleged that the defendants refuse to accept hardwood lumber 
at New Orleans from box cars on marginal tracks and assess 
against shippers the expense incurred in unloading the cars or 
handling the lumber through docks. It is alleged that under the 
practice at other ports on the Gulf steamship operators unload 
the lumber from box cars or absorb the cost of such unloading. 





SPLIT DELIVERY CASE 


The Oakland Chamber of Commerce, of Oakland, Calif., has’ 
been permitted by the Shipping Board to intervene in No. 45, 
Associated Jobbers of Los Angeles vs. Argonaut Steamship Co. 
et al., in which hearings will begin October 15 at San Francisco. 
The chamber says in its petition of intervention that its mem- 
bership includes shippers and receivers of freight who use the 
free split delivery privilege now in effect via the intercoastal 
lines and that any change therein will be reflected in the selling 
price of their products. Continuing, it says: 


That your petitioner concurs,'in part, in the complaint of the 
Associated Jobbers of Los Angeles, in that the privilege spoken of 
in paragraph 2 hereof is detrimental to home industry in some in- 
stances, and the principle of said privilege, from the standpoint 0% 
rate structure, is without question unsound, but submit that manu- 
facturing conditions are somewhat different in Oakland than in Los 
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travelling to California a 
luxurious diversion... 
a restful adventure 








sess 


LOS ANGELES LIMITED 


extra fare ...63 hours 





Service, speed, courtesy, cuisine . . you can take 
them for granted on the Los Angeles Limited. 


There is something more that attracts famous peo- 
ple, the knowing ones, to choose this train year 
after year. Maybe it’s an atmosphere of refinement 
and luxury, or the scenic grandeur along the 
smoothest roadbed in the world that calls them. 


To our many old patrons . . we await you eager to 
make your next journey even more enjoyable than 
the last. 


To all travellers to California . . take the Los Angeles 
Limited and we predict that you too will become 
one of its many ardent admirers. 


Train features: Barber, valet, bath, maid, mani- 
cure. Observation-club cars, dining cars serving 
meals that appeal, every class of standard Pullman 
car accommodations . . all equipment of the most 
modern and desirable type. 63 hours en route; leaves 
Chicago at 8:10 p. m. daily; $10 extra fare. 


Seven other fine trains to California 
from Chicago and St. Louis 


Including the 63-hour extra fare San Francisco Over- 
land Limited; Gold Coast Limited; Continental 
Limited; Pacific Limited; Pacific Coast Limited. 


Here’s a new interesting 
inexpensive side trip en route— 
Death Valley, California 


See its magnificent, mysterious grandeur by com- 
fortable rail—motor-bus tours. Season starts Nov. 4. 


For booklets describing California, Death Valley 
and Union Pacific service, address 







Cc. J. COLLINS, General Passenger Agent, Omaha, Neb. — 


UNION PACIFIC 






THE TRAFFIC 


,.. featuring the extras that make 








Port of Houston” 


and 


GERMAN PORTS 


Campanella Line 
Gans Line 
Gulf-Europe Line 
Larrinaga Line 
North German Lloyd 
Ozean Line 
Southern States Line 
Texas Continental Line 


DANISH PORTS 


American-Baltic Chartering & 
Shipping Co. 
Scandinavian-American Line 
Wilhelmsen Line 
Trans-Atlantic Line 
Swedish-America-Mexico Line 


These steamship lines, 13 in number, 
operating ships between German and 
Danish ports and the Port of Houston 
assure the shipper of exceptional sail- 
ing service, 


ae 


Facilities at the Port as well as rail 
transportation, (18 railroads serving 
Houston) assure the shipper of quick, 
effective handling of his merchandise. 


Send for copy of the latest 


PORT BOOK 


It will be sent to you FREE 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


TEXAS 


HOUSTON - _ =- 
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Angeles and other Pacific coast ports, and those differences neces- 
sitate the use of split delivery by some of our manufacturing plants 
to enable them to obtain raw material from the East in conjunction 
with a similar plant or plants in one or more of the Pacific coast 
ports, thereby reducing their cost of production and increasing their 
turnover by many times. 

That said manufacturers realize the ultimate deleterious result 
of such a service without cost, and in view of their need for said 
service desire that it be continued in effect with a reasonable charge 
exacted by the water carriers for this service. 


WATER RATE ON AUTO 
The Eastern Steamship Lines, Inc., in an answer to the 
complaint in No. 48, I. M. Levy vs. Eastern Steamship Lines, 
Inc., filed with the Shipping Board, denies the allegation in the 
complaint that $35 is an unreasonable charge for the transpor- 
tation of an automobile between Boston and New York. 


PORT ARBITRARY HEARING 


The Shipping Board hearing in No. 46, Everett (Wash.) 
Chamber of Commerce et al. vs. Luckenbach Steamship Co., et 
al., involving port arbitraries, scheduled to begin October 22, at 
Seattle, Wash., will be held in the Post Office building, south 
court room No. 301. 


COMMERCE IN U. S. VESSELS 


American flag vessels in the seven months ended with July 
carried 34.5 per cent, by value, of domestic exports and 32.4 per 
cent of general imports, in the foreign trade of the United States, 
according to the monthly summary of foreign commerce issued 
by the Department of Commerce. In the corresponding period 
of 1927 the percentages were 35.6 and 34.9, respectively. For 
July the percentages were 32.4 for imports and 34.9 for exports, 
as against 43.8 and 34.7, respectively, for July, 1927. 


BOARD VESSELS FOR COAL 


The Shipping Board has instructed the Fleet Corporation to 
have three vessels in readiness to carry coal to the main Medi- 
terranean ports at a minimum rate of $2.50, as the result of 
negotiations between the board and the Coal Exporters’ Asso- 
ciation. The vessels will be operated by the Export Steamship 
Corporation. The Fleet Corporation is now engaged in refitting 
two vessels for the coal trade. This activity is the result of 
Congress providing up to $1,000,000 for putting vessels into 
the coal trade. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company has chartered 
the steamer “Manukai”’ from the Matson Line to assist in mov 
ing eastbound general cargo originating at San Francisco des- 
tined New York and Philadelphia. This charter gives the 
American-Hawaiian ten sailings from the Pacific Coast to the 
North Atlantic in October. 


Sale of the Iconium and Alloway for scrapping to the 
Cc. T. Cox Corporation of Seattle,.Wash., for $25,000 each cash 
has been approved by the Shipping Board. The vessels are 
laid up at Seattle. Under the terms of sale the purchaser may 
use the vessels for one voyage for transportation of cargoes to 
Japan where the ships are to be scrapped. 


. PARCEL POST REGULATION 


Effective November 1, the weight limit applicable to parcel 
post packages exchanged with Belgium will be increased to 
44 pounds, accordng to W. Irving Glover, second assistant Post- 
master-General. There will be no change in the dimensions of 
parcels due to the increased weight limit. 


DIESELIZATION CONTRACTS APPROVED 


The Shipping Board has approved contracts for the installa- 
tion of Diesel engines and work in connection therewith in six 
vessels at a total cost of $3,358,985. Contracts have been 
awarded as follows: To the Federal Shipbuilding & Dry Dock 
Company, of Kearney, N. J., installation and work on the New 
Orleans and Wichita, for $1,132,900; to the Maryland Dry Dock 
Company, of Baltimore, Md., installation and work on the Pot- 
ter and Jeff Davis, for $1,106,885; and to the Newport News 
Shipbuilding & Dry Dock Company, of Newport News, Va., in- 
stallation and work on the City of Elwood and Ward, for 
$1,119,200. The board also authorized an expenditure of not 
to exceed $90,000, if necessary, for contingencies and extras, 
and an expenditure of not to exceed $198,000 in connection with 
making the vessels ready for service. 


WIRE COMPANY DATA 


Selected financial and operating data of telegraph and cable 
companies reporting to the Commission for the calendar year 
1927, prepared by the bureau of statistics of the Commission, for 
fifteen companies, show the following: 


Total miles of wire in service, 2,206,839; investment in plant and 
equipment, $379,513,874; other investments, $27,433,936; cash, $13,811,- 
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761; material and supplies, $8,600,919; total working assets, $99,300,599. 
capital stock, $151,244,887; unmatured funded debt, $96,637,000; totaj 
working liabilities, $36,142,030; accrued depreciation, $88,147,682; tota) 
corporate surplus, $116,017,127; operating revenues, $170,843,378; op- 
erating expenses, $137,669,951; tax accruals, $6,871.035; operating jin- 
come, $25,713,938; net income, $21,045,837; dividends declared, $11.617.- 
849; revenue messages transmitted, 193,918,953; average number of 
employes as of June 30, 1927, 81,323. 


The Western Union Telegraph Company had 1,783,140 miles 
of wire in service of the total of 2,206,839, with the Mackay 
Companies second with 354,410 miles. 

Operating revenues of the Western Union totaled $131,771, 
003, as against $26,515,054 for the Mackay Companies. Operat. 
ing expenses totaled $105,466,664 and $24,636,287, respectively, 
The net income of the Western Union was $15,132,598, as against 
$610,221 for the Mackay Companies. The Western Union declareq 
dividends of $7,980,786, or at the rate of 8 per cent. 


HEAVIER LOADING OF GRAIN 


A protest against the ‘heavier loading” program fostered 
by the American Railway Association, as it affects grain ship. 
ments, was registered in the report of the transportation com. 
mittee of the Grain Dealers’ National Association at its recent 
annual meeting at Boston. According to the report, the pro. 
gram of the A. R. A., involving loading of cars to actual capacity, 
results, in many instances, in failure to conform to the practice 
of leaving a twenty-four-inch space at the top of the car. The 
result is that it is impossible to obtain proper samples and 
inspection cannot be completed until the time of unloading, it 
was said, and the creation of ‘an endless number of situations 
inimical to the best interests of the grain trade of the country.” 

“While shippers should help the railroads all they can, do 
not load your cars beyond this inspection limit (twenty-four 
inches of the roof) and avoid jeopardizing your inspection 
In fact, loading large cars in use at present to their capacity 
creates a hardship to a majority of buyers of grain and grain 
producers who supply consumers at interior points,” the report 
said. It recommended the adoption of the following rule on the 
part of the A. R. A. as the basis for its request on the grain 
shippers: 


Please load all cars to within 24 inches of the roof at the side 
walls of the car, but in no case load in excess of load limit stenciled 
on side of car. 

In line with rule of Docket 9009, Section 13 of Appendix No. 4 
covering trimming cars, i. e., that the car be trimmed and leveled 
as required for proper sampling and inspection. 

To prevent overloading of cars weigh grain into cars; if by 
following the load limit weight there is more space than 24 inches at 
side walls of car after leveled do not increase loading but insert on 
shipping ticket and bills of lading ‘‘loaded to load limit.’’ 


The report of the committee was adopted by the association. 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., 
required by the act of congress of August 24, 1912, of THE TRAFFIC 
WORLD, published weekly at Chicago, Illinois, for October 1, 1928. 

State of Illinois 

County of Cook § §§- 

Before me, a notary public in and for the state and county afore- 
said, personally appeared Wm. E. Eastman, who, having been duly 
sworn according to law, deposes and says that he is the vice-president 
of the THE TRAFFIC WORLD, and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment (and if a daily paper, the circulation), etc., of the aforesaid 
publication for the date shown in the above caption, required by the 
Act of August 24, 1912, embodied in section 411, Postal Laws and 
Regulations of this form, to wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business manager are: Publisher, The Traffic 
Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Fditor. nore: 
Business Manager, Henry A. Palmer, 1244 Forest Ave., Evanston, IIl. 

2. That the owner is: (If owned by a corporation, its name and 
address must be stated and also immediately thereunder the names 
and addresses of stockholders owning or holding one per cent or more 
of total amount of stock. If not owned by a corporation, the names 
and addresses of the individual owners must be given. If owned by a 
firm, company, or other unincorporated concern, its name and address, 
as well as those of each individual member, must be given.) The 
Traffic Service Corporation, Chicago, Ill.; E. F. Hamm, Kenilworth, 
Ill.; Wm. E. Eastman, Evanston, Ill.; W. C. Tyler, LaGrange, IIl.; C. J. 
Fellows, Saint Paul, Minn. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
— mortgages, or other securities are: (If there are none, so state.) 
None. 

4. That the two paragraphs next above, giving the names of ‘the 
owners, stockholders, and security holders, if any, contain not onl) 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder or 
security holder appears upon the books of the company as trustee 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge 
and belief as to the circumstances and conditions under which stock- 
holders and security holders who do not appear upon the books of the 
company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the said stock, bonds, or other securities 
than as so stated by him. WM. E. EASTMAN, 

Vice-President. 

Sworn to and subscribed before me this 2nd day of October, 1928. 
[Seal.] FE. C. Flinn. 
(My commission expires July 20, 1930.) 
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The six states served by The Erie Railroad have 
36 per cent of the Nation’s population. They 
produce one half of all the manufactures and 42 
per cent of all the electrical energy in the United 
States. 

They have 72 per cent of all the blast furnaces 
and 82 per cent of the pig iron manufacturing 
capacity. They represent 40 per cent of the 
National wealth. 

The lines of the Erie Railroad traverse the 
land of natural prosperity. The advantage of 
having your manufacturing and distributing 
plants on such a railroad is so obvious that it 
requires no selling argument. 
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Freight Rates 
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by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Southwestern Rate Adjustments—Part | 


The section of the United States south and west of St. Louis, 
Missouri, is included within the Southwestern Rate Territory, a 
traffic subdvision of large size and considerable importance. It 
embraces the portion of Missouri south of the Missouri River, 
all of Arkansas, Oklahoma, and Texas, and Louisiana west of 
the Mississippi River. It extends also into Mexico for interna- 
tional rate making purposes. 

The Southwestern Freight Bureau, with headquarters at 
St. Louis, has jurisdiction over the territory. The tariff bureau 
of this association is one of the most prolific in the United 
States, publishing a large number of important agency issues 
to meet the varied needs of the territory. 

The Southwestern Territory is distinguished by a large 
number of distributing centers, scattered along the borders and 
in the interior, where the jobbers engage in spirited competition 
with those in other distributing centers for the trade of the 
territory. There is widespread general competition in the dis- 
tribution of all inbound commodities and the relationship of 
rates on these articles is of great commercial importance. 

The volume of traffic as a whole is relatively lighter than 
in other older districts, due to the scattered population. Manu- 
facturing is not extensively carried on in the interior of South- 
western Territory, though the industry is developing rapidly at 
present. Cotton and burlap bagging, brooms, fertilizers, cotton 
piece goods, flour and grain products, refined petroleum products, 
packing-house products, sulphuric acid, refined mineral prod- 

‘ucts, lumber, and furniture are leading manufactured or semi- 
manufactured products of the territory. The outbound tonnage 
consists principally of cotton and its products, petroleum and 
petroleum products, sulphur, forest products, live stock and 
animal products, broom corn, sulphur, and other forest, mineral, 
and agricultural products. The inbound traffic includes large 
volumes of agricultural implements, iron and steel articles, food 
products, machinery, furniture, clothing, drugs and medicines, 
pipe and miscellaneous manufactured articles. Hauls are rela- 
tively long because of the tremendous size of the district, the 
great distance between the centers of population, and because 
a considerable proportion of the traffic originates or is destined 
to other rate territories of the United States. 

The territory has another distinguishing characteristic that 
must be understood if the rate structure is to be comprehended. 
The district originally developed southwestward from the Mis- 
souri and Mississippi rivers and northeastward from the Gulf 
of Mexico, simultaneously. All-rail rates were built up through 
the St. Louis, Kansas City and Memphis gateways, while com- 
bination water-rail rates were developed via the Gulf of Mexico 
ports, including New Orleans, Galveston, Houston, Beaumont, 
Texas City, and Corpus Christi. Later, combination water and 
rail rates via the south Atlantic ports and lower Mississippi 
River crossings were established, giving the southwest three 
major rate cross currents, as well as several minor under cur- 
rents to complicate the rate structure. The results of the con- 
flicting interests of rival gateways, competing rail-and-water 
routes, and competitive distribution centers are seen in the com- 
plicated rate structure which the Commission characterized as 
a maze of incongruities. 

The Commission, in 1925, gathered together a number of 
complaints involving the Southwestern Territory and made a 
searching general investigation into the rate structure.’ After 
a comprehensive investigation, it prescribed a new rate struc- 
ture for southwestern intraterritorial and interterritorial traffic 
in its original decision of April 5, 1927, and in several supple- 
mentary decisions in 1927 and 1928.* In order to understand 
the new structure it is necessary to outline the elements of the 
old structure in effect at the time of the Commission’s order. 


Former Intraterritorial Rates 


Prior to the decision of the Commission in 1927, rates in 
the southwest were made on interstate mileage scales. The most 
important of these scales were the Shreveport scale, prescribed 
by the Commission in 1918 for use between Shreveport, La., 
and points in Texas,? and the Memphis southwestern scale for- 
mulated by the Commission in 1919.4 These scales have been 
extended to other intraterritorial traffic, subject to modifications, 





1See I. C. C. Dockets Nos. 13535, 14880, 14416, 7 ie 15463 and 
——_ I, and S. Dockets 2097 and 2271; and 95 I. C. G. 188 in par- 
ticular. 

2123 I. C. C. 203, decided April 5, 1927. 


“73: 46 i... ©. 
my. 8. ©. B.). 


*The Shreveport Case, 23 I. C. C. 31; 34 I. C. C. 
12; 205 Fed. 380 and 234 U. 
5 LC. C. 515. 


S. 342 (H. E. and W. T. 
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both to intrastate and interstate traffic, until virtually all traff; 
is moved within the territory at rates made on these scales oy 
affected by them. Intrastate mileage rates were and are cop. 
structed on scales prescribed by the several state commissions, 


The Shreveport and Memphis-Southwestern Rates Scales 


The scales were based on uniform mileage progressions, 
Increases in rates were provided for each additional mileage 
block as the distance increased. The scales were identical up 
to 250 miles. The Shreveport scale “ran out” at 500 miles, all 
rates being blanketed for hauls of more than that distance. The 
Memphis-southwestern scale “ran out” at 600 miles. Basic rates 
were provided for hauls of traffic over railroads under the same 
management and control, or “single lines.” Differentials were 
provided to be added if more than one line was used in a joint 
movement. For example, a first class rate of 78% cents a 
hundred pounds was provided for traffic moving 100 miles over 
a single line, and 90% cents for hauls of the same distance over 
two or more independent lines of railroads. 


The Texas Rate Structure 


Texas is the largest and most important state in South. 
western Territory and has an unusual intrastate and interstate 
rate adjustment. It was divided for rate making purposes into 
two sections. The eastern portion of the state, the district of 
greater density or population, commercial activity, and traffic 
density, was known as common point territory, while the legs 
populous and less developed section, from a commercial and 


Table No. 1 


TEXAS CLASS RATE SCALES—DISTANCE 
POINT TERRITORY 


—Classes— 
E 1 


RATES—COMMON 


Distance in Miles 
10 and less 5 8 4714 
and over 20 VY, 11 56a 
and over 55 Y Ly - gia 
5 and over 70 7 Li, 79 
and over 95 20% 9014 
and over 145 101 113° 
and over 190 39% 129% 
and over 240 L 33 144% 
and over 275 35 152 
and over 375 5E Vs 38% 167 
and over 475 1 43 170 
500 and over blanketed 170 43 182% 
Governed by Western Classification, Item No. 
Lines Tariff No. 2-1, Agent A. C. Fonda, I. C. C. 


Texas 


transportation point of view, in the west, was designated as 
differential territory. 

Mileage rates on the Shreveport scale, as modified by hori- 
zontal rate increases and decreases and by supplemental orders 
of the Commission, were used for both class and commodity 
traffic moving between points in common point territory. Basic 
rates were provided for single line hauls and differentials were 
added for joint line hauls. 

Traffic moving over single or joint line routes between 
points in differential territory was subject to differentials to be 
added to rates applicable for single or joint line hauls of the 
same distance in common point territory. Thus, a rate of $1.17% 
a hundred pounds, first class, was provided for movements of 
200 miles over a single line in common point territory. A 12 
cent differential was added for movements in this territory 
over a joint line route, producing a rate of $1.29%. The rate 
for a single line haul of 200 miles in differential territory was 
30% cents mofe than for a haul of the same distance in common 
point territory, or $1.48 for a single line and $1.60 for a joint 
line movement. 

The distance or mileage rates provided for classes and com- 
modites in both common point and differential territories were 
constructed on the “graded and maximum” plan of rate con- 
struction. The rates increased at the rate of 1% cents to 2% 
cents for mileage blocks of 5 to 25 miles up to 500 miles in 
the case of class rates, while the commodity rates were graded 
up to distances that varied with the nature of the commodity 
and the peculiar needs of the industries which produce the 
goods. After the maximum mileage limits were reached, rates 
were the same for all hauls of more than these distances. Seé 
Table No. 1. 

Class Differentials 

Differentials were added to rates shown in Table No. 1 

to find rates to, from or between points in differential territory, 
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What 5 Large Manufacturers 


FOUND OUT ABOUT SHIPPING CONTAINERS 


ERE are five different manufac- 
H turers. Each makes a different 
product. The shipping and packing 
problems of each are different. But 
these nationally known manufacturers 
all find that Wooden Boxes are the 
most economical for the shipment of 
their goods. 


U. S. Gutta Percha Paint Co., Manu- 
facturers of “‘Barreled Sunlight’? say— 
“It has been our experience that good 
Wooden Boxes are the only safe and 
logical shipping containers to use. .. . 
We have experimented with many kinds 
of competitive shipping containers but 
they have all failed... . A quality prod- 
uct in a quality can deserves a quality 
case, and only a good Wooden Box will 
meet these requirements.” 


“We are sold on the thought that neither 
ourselves nor our distributors can make 
money out of damaged goods. That is 
why we pack our product in good 
Wooden Boxes,’’ says the Federal 
Cartridge Corporation. 


“With substitute boxes, our losses due 
to pilferage were so tremendous in pro- 
portion to our shipments that we had 
to resort to the wooden case,” says the 
Belle Meade Sweetsmakers. “Our 
cost in using Wooden cases is cheaper 
when we figure the loss shipping in sub- 
stitutes.” 


“‘We devised the 
Wooden Box pack- 
ing and have almost 
entirely eliminated 
the breakage in tran- 
sit,’’ says the Tower 





Manufacturing Company, Boston, 
Mass.“ ... the sales value of the Wooden 
packing is enormous.” 


“In common with other manufacturers 
we were first impressed with the lower 
cost of the substitute for Wooden 
Boxes,” say Wellman, Peck & Co., 
manufacturers and packers of Wellman 
Foods. “However, we found wood rep- 
resented a net saving due to extra labor 
‘costs in preparing, packing and closing 
the substitute.” 


* * * 


The Wooden Box Bureau of the National 
Association of Wooden Box Manufacturers 
maintains a corps of competent engineers and 
designers to aid manufacturers in solving the 
problems of packaging and shipping their 
goods. If you are confronted with any such 
problem, no matter 
what its nature, one of 
these experts will gladly 
advise with you. This 
service is free. Why 
not use the convenient 
coupon today? 





CERTIFIED BY CENTURIES 
wo 


Use it — Nature rencws it 





* * * 





Wooden Box Bureau of the National Association of 
Wooden Box Manufacturers, 111 West Washington 
Street, Chicago, III. 


Gentlemen: 


ID inc eb ded ob acne deuce and would like— 
0 One of your engineers arrange to call. 


Q Information relative to packaging our product. 
cae dhiin shee eae Tae Coke Rp ORS See e kee 
ID, .5:s6-n $0 40490404 094465 46 60:50:04:060456000 08 


is ia ines. in 50.6 50 604.00 5s wen NW SN 64440858 ia 


WoopeEN Box BuREAU of the NATIONAL ASSOCIATION OF WOODEN Box 
MANUFACTURERS and of the NATIONAL LUMBER MANUFACTURERS ASSN. 


Chicago, Ill. 
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for the total distance from origin to destination via the route 
used in determining the rate, for the actual distance in differ- 
ential territory via the route actually used. 


Interstate Rates 


Rates between the states in the Southwestern Territory 
were made on mileage scales or group to group adjustments. 
When the rates for classes or commodities from group to group 
exceeded the mileage scales, the lower group rates were used. 
In the absence of specific group to group rates, the mileage 
rates were applied as maxima. The shortest railroad line mile- 
ages were used in calculating the distances to be used in con- 
nection with the mileage scales, provided there were actual 


Table No. 2 


TEXAS DIFFERENTIALS RATES 
Distance in Miles lasses: 1 
20 and | 

and 

and 

and 

and 

and 

and 


le] 
i) 


Coot bo 


Governed by the Western Classification, Item N 
Line Tariff No. 2-1, Agent A. C. Fonda, I. C. C. No. 


facilities for the transfer of traffic at the junction points used 
in computing the mileages. 
Interterritorial Rate Adjustments 


Between the Southwestern Territory and the rest of the 
United States, except the far west and Atlantic seaboard ter- 
ritory, the hinterland of the north Atlantic ports, class and com- 
modity rates were constructed on the defined territory relation- 
ship plan. These defined territories, of which there were eight- 
een important groups, were variable rate districts of consider- 
able size centering around the most important cities or districts 
that have traffic for or from the southwest. The boundaries 
of the defined territories varied in order to reflect the geo- 
graphical relationships between the defined territories and the 
destination groups in Arkansas, Oklahoma, Texas, and Missouri, 
and to reflect differences in commercial or railroad competition. 

Five primary destination groups were recognized in the 
southwest—the Oklahoma-Southwestern Kansas Group, the Ar- 
kansas Group, the Fort Smith Group, the Texarkana Group, and 
the Texas-Louisiana Group. 

The defined territories’ rates bore a fixed relationship to the 
rates applicable between the St. Louis district and the destina- 
tion territories in the southwest. Rates between the Memphis 
and Little Rock-Fort Smith defined territories were made by 
deducting differentials from the class rates applying between 
St. Louis and the same destinations. Rates between other de- 
fined territories were made by adding class differentials or 
arbitraries to the St. Louis rates. 

The scales of class rates and differentials for first class 
and class E rates from St. Louis and other defined territories 
to the Texas Group points are shown in Table No. 3. These 
rates and differentials are representative of those applying from 
defined territories to other southwestern destination groups.® 


Commodity Rates 


Commodity rates between the defined territories in the 
southwest had not such definite relationship to the St. Louis rates 
as were maintained in the class rate differential adjustments. 
The distributing centers of the middle west and the manufac- 
turing districts of many districts compete with one another 
for business in the southwestern market. The iron and steel 
manufacturers of Chicago and of the middle west are in com- 
petition with those of the Pittsburgh mill district for the large 
iron and steel trade of the southwest. Through commodity rates 
closely related with the rates from other producing and dis- 
tributing centers, or combinations of proportional rates to and 
from the St. Louis, Mississippi River crossings, south Atlantic 
ports or Gulf ports, were maintained to encourage trade and 
carrier competition. Many commodity rates were made into the 
southwest on comparatively high-grade manufactured goods, in- 
cluding dry goods, drugs, iron and steel goods, agricultural im- 
plements, canned goods, and other products of manufacture. 


Rates from the Southwest Territory 


Class rates from southwestern points of origin to destina- 
tions in other territories were made by adding differentials to 
or deducting differentials from the rates applying from St. Louis 
to the destination territories. The same basic plan of differ- 
ential adjustment was followed, with slight modifications, as is 
used in fixing inbound rates into the southwest from the defined 
territories. If no through rates were published the rates to 
and from St. Louis or the other gateways were used as pro- 


Item 5215, Southwestern Lines Tariff No. 1-P, I. C. C. No. 1807. 
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portional rates to construct through rates. Commodity rates 
from the southwest followed the same general plan that was 
used in constructing commodity rates into the territory. Through 
rates or proportional rates were constructed between south. 
western points of origin and destinations outside the territory 
on such important products of the southwest as cotton, cotton 
linters, cottonseed products, rice, sulphur, salt, live stock, anima] 
products, hides and skins, lumber, forest products, petroleum and 
petroleum products. 


Kansas Jobbers’ Scale 


An unusual result of the effect of commercial competition 
on railroad freight rates was the comparatively low scale of 
mileage rates applying between Kansas and Oklahoma groups, 
The jobbers in Kansas are in competition with those of §¢. 
Louis, Memphis, and other cities on the borders of the South. 
western Territory for the interior southwestern trade. The 
jobbers in Kansas, as well as those in the rival cities, obtaiy 
their goods from eastern and middle western manufacturing 
centers to be distributed. The rates from these manufacturing 
points were often made by adding proportional rates to the rates 
applying to St. Louis, Memphis, or other rate-breaking points 
on the Mississippi River. Consequently, the Kansas jobbers 
often paid higher freight charges to bring the goods to their 
distributing centers than their rivals to the east. 

The carriers serving the Kansas distributing cities made 
their class rates into the Oklahoma southwestern markets on 
a comparatively low basis a ton per mile in an attempt to 
equalize the rate burden of the Kansas and St. Louis jobbers. 
The scale was extended and the basis increased to include class 
traffic moving in both directions between Kansas, parts of Mis- 
souri and Oklahoma. 


Rail and Water Rates 


One of the most important sources of supplies for the south- 
west and one of the most important markets for southwestern 
products is the Atlantic seaboard territory. This territory in- 
cludes New England and virtually all of Trunk Line territories. 
A number of steamship lines connect New York, Philadelphia 
and Baltimore directly with the Texas Gulf ports—Galveston, 
Houston, and Beaumont. These lines publish through all-water, 
rail-water, water-rail, and rail-water-rail rates in connection with 
the lines serving the New England, Trunk Line, and South- 
western territories. The steamship lines connecting the north 
Atlantic ports with those on the south Atlantic also maintain 


Table No. 3 


GROUPS OF ORIGIN, DEFINED TERRITORIES, TO DESTINA- 
TIONS IN TEXAS VIA STANDARD ALL-RAIL ROUTES 


Rates in Cents Per One Hundred Pounds 


St. Louis, Mo., ta Texas Common Points— 








Classes 

1 2 3 4 5 A B Cc E F 

223% 190% # 158 146 114% 120 106 80 70 59% 

1st. Cl. Cl. E ci 

Dif- ist Cl. Dif- E 

Origin Groups Basis ferential Rate ferential Rate 

Bt. TOW GOED 2 cciccccccess Flat 223% 0 59% 

Little Rock - Fort Smith 

... cane Deduct 35 188% 12 4714 
Memphis Group ........... Deduct 15 208% 7% 52 
CBPOURS GHOUD 2.05. 26eecess Add 40% 264 12% 72 
Cincinnati Groap ©2222... Add 3012 254 Th, 67 
CRICSEO GROUP ...2cccccecce Add 3012 254 7% 67 
Dayton-South Bend Group.. Add 48% 272 15% 7d 
Detroit-Cleveland Group ... Add 61 284% 16% 76 
POx Haver GYOUP. «2... esece Add 61 2841, 15 743 

Louisville Group ........... Add 16% 240 3 62% 

DEMON GOED co occeccccsce Add 13% 237 2 6114 
Middlesborough Group ..... Add 57% 281 15% 75 
Milwaukee Group .......... Add 301% 254 7% 67 
Maahville Group .....0s..% Add 61%, 230 Vy 60 
Omaha-Davenport Group .. Add 22% 246 4% 64 

Pittsvurgh Group .......... Add 76 299% 23 8216 
PRMIOIE GGUD 2 nce ccc skeen Add 66% 290 231% 83 
Sioux City Group ......:..+. Add 42, 266 10% 70 


through routes and through rates between points in the north 
and Southwestern Territory, including the sections removed from 
the Gulf ports. Rates between the southwest and other tervi- 
tories made by combination rail-and-water routes were some 
times constructed by combining proportional rates published to 
and from the north and south Atlantic ports or Gulf ports. If 
these combinations of proportional rates were lower than the 
through rates, the tariffs frequently provided that the lower 
rates might be used. 

The rates made by the steamship lines into the southwest 
bore a close relationship to the all-rail rates from St. Louis and 
from Memphis into the southwest and from the southwest 10 
these rate breaking points. The relationships were disrupted 
by frequent changes in rates, so that there was no precise dif 
ferential relationship as in the case of the rates between the 
defined territories and St. Louis via all-rail routes. 

The all-water, rail-water, water-rail, and rai]l-water rates 
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between the north and east and southwest via the south Atlan- 
tic and Gulf ports were considerably lower than the rail rates 
between the same points. 

Many of these combination rail-and-water rates were pub- 
lished by the steamship lines on the non-participating plan. The 
rail carriers in Trunk Line and New England territories often 
were not parties to the tariffs, though the traffic originated at 
or was destined to interior points on their lines. The steam- 
ship companies and the southwestern rail lines were usually 
parties to the tariffs and divided the proceeds of the through 
rates after the northern railroads were paid the full local for 
the portions of the hauls between the interior points and the 
ports. 

This method of rate construction was due to the reluctance 
of the New England and Trunk Line railroads to content them- 
selves with shares of relatively low rail-and-water or rail-water- 
rail rates for the short hauls between the ports and the interior 
points when the traffic moved via water, to replace larger 
shares of higher all-rail rates via their western termini. An 
eastern trunk line railroad, for example, received a relatively 
short haul of a hundred miles or so when traffic from Harrisburg, 
Pa., to Dallas, Tex., moved via a rail-water-rail route either via 
New York, Philadelphia, or Baltimore, and via a north Atlantic- 
Gulf line in connection with a southwestern carrier serving the 
Gulf ports. If the same traffic were to move via an all-rail route, 
the Pennsylvania could carry the goods to St. Louis, a haul of 
nearly eight hundred miles. The eastern roads quite generally 
refused to accept a division of a joint rate via rail-water, water- 
rail, or rail-water-rail, and required the parties to the through 
rates to pay the full local rates interior point and the ports 
before the proceeds were divided among the carriers parties to 
the through rates. 

There were, however, instances in which the eastern rail 
carriers joined the steamship lines and the southwestern rail- 
roads in publishing joint through rates via rail-water-rail routes. 
Each carrier, in such cases, received a division of the rate for 
its share of the haul. 

A third type of rate arrangement between the east and the 
southwest was the non-concurring plan of rate construction. 
The steamship lines in such cases published rail-water-rail rates 
and paid the eastern and southwestern carriers the full local 
rates between the interior shipping or destination points and the 
ports and retained whatever was left as the steamship com- 
panies’ shares of the rates. 

The all-water and many combination rail-water rates did 
not, as a rule, include marine insurance. Shippers could arrange 
for this protection either under their own policies or under the 
open policies maintained by the steamship companies. A pre- 
mium was charged by the steamship lines for this insurance 
coverage if placed under the carriers’ open policies of insurance. 

The new southwestern structure is based in part on the old 
plans, but the structure has been changed in many of its prin- 
ciples, as will be discussed in the following articles.® 





T.-C. 
C. C. 208. 


C. Docket 13535, Consolidated Southwestern Cases, 123 I. 


WESTERN WAGE HEARING 


The President’s five-member fact-finding commission ap- 
pointed to investigate the wage dispute between the western 
carriers and their conductors and trainmen was occupied this 
week in hearing the testimony of carrier representatives. That, 
in general, had a three-fold aspect: 1, to show that the roads 
were not in a position to assume the burden of the increases 
asked; 2, to show that, while the cost of living has dropped 
materially since 1921, there has been no considerable reduction 
in the earnings of the employes; and 3, the employes of the 
western roads are actually receiving, on the average, greater 
pay than those on the road in the east and south. 

Petitions to intervene on behalf of “the shipping, receiving 
and traveling public,” filed by the Chicago Association of Com- 


merce and the Illinois Manufacturers’ Association, were granted - 


in so far as the presentation of wage comparison statistics was 
concerned. 

“The public in the last analysis pays the bill, and we think 
it is fundamentally unfair for the carriers and their employes 
to agree to substantial advances in wages which affect the 
transportation cost without the opportunity of the public pre- 
senting its views,” said the petition of the Chicago association. 
It called attention to the fact that the western carriers have 
filed a petition with the Commission asking it to vacate or 
amend certain outstanding orders that blanket increases in rates 
might be proposed. 

L. E. Wettling, manager of the statistical bureau of the 
western lines, presented figures to show that reductions in 
freight rates since 1921 had impaired the revenues of the western 
lines by more than one and three-quarter billions of dollars. The 
general level of rates in the territory has been reduced in excess 
of 17 per cent since 1921, according to him. In addition to that, 
he contended that the western lines carried a heavier tax burden 
than the roads of the other sections. He showed that the taxes 


per million of traffic units amounted to $640 in the east, $660 
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in the south, and $833, or 30 per cent greater than in the east 
in the west. The return on investment in 1927 was 3.84 per cg 
in the west, as against 4.40 per cent in the east and 5.21 py 
cent in the south, he said. 

Charles Donnelly, president of the Northern Pacific, calig 
attention to the fact that the western employes had cited th 
fact that increases of 7.5 per cent had been granted the sam 
classes of employes in the east and south as the basis for the; 
request for a similar increase. The carriers had offered they 
a straight 6.5 per cent increase or a 7.5 per cent increase wit 
elimination of the double-header rule, which was not in effeg 
in either of the other two territories, he said. 

“To meet a 65 per cent increase in the cost of living sing 
1914, the train service employes of the western railways hay 
secured in this period an increase of more than 90 per cent jj 
their average annual earnings,” testified J. L. Jacobs, Chicag 
economist, appearing for the railroads. “Further, the wag 
increase of 6% per cent offered to these men by the westen 
railways will put the wages of the conductors and trainmen 
the highest actual point in dollars and cents ever reached— 
higher even than the post-war peak scales adopted by the Unitej 
States Railroad Labor Board in 1920, when the cost of living 
was at its height. And when we consider the great drop jj 
living costs which has occurred since 1920, it appears that th 
6% per cent increase offered by the railways would bring the 
purchasing power of these employes’ wages to a point fron 
27 to 30 per cent higher than the purchasing power of thei 
previous peak wages in 1920.” 

According to J. W. Higgins, chairman of the conferenc 
committee of managers of the western railways, the earning 
of the road conductors and trainment on the western roads 
exceeded those of like men in the south and east in every 
month of 1927 and every month of this year, to date. The 
greater earnings of the western employes was brought about, 
he said, not only by higher rates of pay but by more favorable 
schedule rules and the higher average speed of freight trains, 

The western roads paid $1,891,500 more to their road freight 
conductors and trainmen in 1927 than would have been paii 
“had the standard rates of pay alone been effective throughout 
the western district,” said E. J. Connors, supervisor of wages 
of the Union Uacific. 

It was expected that the carriers would conclude the pres. 
entation of their evidence this week. Following that, rebuttal 
will be presented by the employes and then such testimony as 
the two intervening associations are to present. 

L. A. Downs, president of the Illinois Central, reviewed the 
economies in operation that the railroads have effected through 
increase in. train tonnage and other operating improvements 
since 1903, when the double-header rule first went into effect 
on western lines. He showed that the roads had made enormous 
expenditures in relocating lines, improving grades and bridges, 
and other matters to the end of making economical operation 
possible. Since 1903 the average power of locomotives in service 
had been increased 92 per cent, the average capacity of freight 
cars 53 per cent, the number of cars in the average train 66 
per cent, and the average load per car 42 per cent, he said. If 
there had been no increase in the average load per train be- 
tween 1903 and 1926, expenses in the latter year would have 
been $1,440,000,000 more than they were, according to him. His 
purpose was to show that the double-header rule was out-dated 
and that it was a serious infringement on the efforts of the 
managers to make operations more efficient. 

Numerous concrete instances, as they applied to their in- 
dividual lines, of the restrictive influence of the double-header 
rule were cited by the following: F. W. Grace, general superin- 
tendent, M. K. T.; W. E. Brooks, general superintendent, Mis- 
souri Pacific; E. F. Rummel, assistant general manager, C. M. 
St. P. & P.; W. E. Maxson, assistant general manager, Gulf, 
Colorado & Santa Fe; G. B. Vilas, general manager, C. & N. W.; 
J. R. Hitchcock, assistant general manager, A. T. & S. F., and 
T. H. Lantry, general manager, Northern Pacific. 


GREAT LAKES REGIONAL BOARD 


That business of the Great Lakes district will not be affected 
by the usual slump popularly attributed to an approaching na- 
tional election was the consensus of more than two thousand 
railroad shippers, expressed through the medium of thirty com- 
modity committee chairmen, reporting to the Great Lakes Re 
gional Advisory Board at a meeting at Cleveland, O.,.October 3. 
Seven hundred shippers, business men, bankers, railroad, and 
steamship representatives, in a joint session devoted particu- 
larly to business analysis and the reporting of anticipated car 
requirements for the fourth quarter of the year, were told that 
the political “jinx” had been routed. 

F. J. Parker, vice-president of the First National Bank, 
Detroit, in his report for the bankers’ committee, said, in part: 










The general condition of business throughout this territory }§ 
good. In Detroit employment is at a new high peak and the pro- 
duction of automobiles in August has set a record. It is altogether 
possible that this year will show an increase over 1926, which was 
the high point of automobile production. Mail order sales continue 
to show increases, indicating a greater buying power throughout 
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the country. Class one railroads show a slight improvement in higher 
gross revenues and lower operating expenses, although the car load- 
ings since the first of this year show a decrease as compared with 
1927 and 1926 for a similar period. Every effort should be made 
to maintain the revenue of our common carriers at such a_ level as 
will permit them to continue the same efficient operation. It is my 
opinion that for the balance of the year our business will continue 
good and this seems to be the view of all the members of our com- 
mittee. 


M. J. Fleming, deputy governor of the Federal Reserve Bank,, 


Cleveland, said: 


It is not believed that there will be any recession in business 
within the next quarter; in fact, there should be a slight betterment. 

Conditions in manufacturing and mining for the last two months 
ha been good, August setting a new high steel ingot record 
which is apparently the direct reaction to consumption demand. 
Farm implement manufacturers were near capacity and supplementary 
orders for track materials were up to normal. There was a heavy 
buying movement in pig iron in August and September which may 
be reflected somewhat in shipments in the early part of the next 
quarter. Coal stocks in the hands of industrial consumers in the 
United States have continued to decline in August, and there seems 
to be no incentive to bufld up those stocks to any extent as the 
productive capacity can amply take care of increased demands which 
might arise through improving business and the approach of winter. 
The shortage of coal cars is a thing of the past, due to the present 
efficient co-operation of the railroads. 


Reports from manufacturers, with only one exception, 
showed an upward trend for the fourth quarter, this exception 
being the sugar industry, which anticipated a loss due to falling 
off of the sugar beet crop. 

Live stock interests reported a shortage of hogs on the farm, 
and expect a lighter movement of cattle, which more than offsets 
increases anticipated in calves and sheep loadings. Commercial 
fertilizer shows a slight improvement. 

Unfavorable weather conditions have affected the farmers 
to some extent, according to the reports. A drop in production 
of hay, straw, and miscellaneous vegetables, except potatoes, was 
shown, but a bumper crop of beans, and a slightly better con- 
dition prevailing in potatoes, reflected an average movement or 
better for all farm products, it was said. 

H. M. Griggs, manager of the Coal and Ore Exchange, Cleve- 
land,reported that, due to the late opening of lake navigation, the 
ore industry was behind schedule. It was expected that loadings 
in the next quarter would be close to 4,500,000 tons over the 
movement in the last quarter of 1927, or an increase of 30 per 
cent. 

Probably the most striking forecast was made for the auto- 
mobile industry, which, up to September 1, had surpassed all 
previous records for production, 2,704,514 passenger cars and 
trucks having been manufactured in that time. The fourth 
quarter is expected to show an increase of 23.5 per cent over 
the same period in 1927, according to a digest of the require- 
ments of the industry made by Kenneth A. Moore, of the Na- 
tional Automobile Chamber of Commerce, who presided at the 
meeting. 

A summary of the reports of the commodity committees 
follows: 


ADVISORY BOARD CLASSIFICA TION—QUARTERLY TOTAL 
Esti- 














—Carloadings— mated 
Actual Estimated % 
Commodity 1927 1928 Inc. 
EE ce cetbissnasearacnieaweesidnreee 37,080 ‘39,000 5.0 
Flour, meal and other mill products...... 32,975 35,760 8.0 
TAY, GtTRW GNA GHANA 2.0 .ccccvecccservese 11,265 12,524 11.0 
Pc che cbs sesaieec nidieebnceaheegesnesescadse  . deeeinee noes 
Cotton seed and products, except Oil............ ws evceee ween 
nis Bikar bnee Ree ORS ROCROMeWhieeeNs +, ieeianieies aces 
Other TOS FFUMtsS ...ccccccccccccocsccccce 6,244 6,300 0.9 
POUREOOS. occccccccece MTR Pere 3,329 4,000 20.0 
Other fresh vegetables .........seeeeeeees 4,904 2,700 *44,9 
ee Sey errr rere 13,892 13,295 *4.0 
PEE, NE GORE BPODUCIB . cccicccccccscccceccecs = csieeeee Korie 
ear ree 19,014 20,000 5.0 
COPS GT GOMOCOTITRLOD 6ccc cic ccccccesecsces 80,186 106,000 30.0 
Clay, gravel, sand and stone (including 
gypsum, crude and powdered)........ 81,820 85,000 3.9 
SER ee eR er ere rer 10,450 10,880 4.1 
Lumber and forest products .............. 16,237 16,250 0.0 
Petroleum and petroleum products ....... 18,122 18,465 1.8 
Sugar, syrup, glucose and molasses . 2,591 2,409 *7.0 
BE UE TEU 6.0 0.66.0. 055505 60.00.0080 08006066 49,144 49,326 0.3 
Castings, machinery and boilers......... 9,212 9,310 1.0 
CEE hc cA cc adesee see eeeheenscdeouneecsoas 9,772 10,000 2.0 
Brick and clay products ....ccccsccccccces 10,385 10,657 2.6 
RAED GG DUMGEE oo ccccccccedceesceccesecs 8,469 8,513 0.5 
Agricultural implements and_ vehicles 
other than automobiles .............. 6,612 6,714 1.5 
Automobiles, trucks and parts ........... 90,492 111,615 23.3 
, MEE MUNIN 6050.00 600escecvescees 1,330 1,350 1.5 
Paper, printed matter and books ........ 9,586 9,600 0.1 
Chemicals and explosives ...............- 11,478 12,200 6.0 
Canned goods—all canned food products 
(includes catsup, jams, jellies, olives, 
pickles, preserves, etC.).......e.eeeeee 3,228 3,550 9.9 
Total all commodities listed.......... 547,817 605,418 10.5 
*Decrease. 


NORTHWEST ADVISORY BOARD 
The Northwest Shippers’ Advisory Board will hold its 
twenty-fifth formal meeting at the New Hotel Duluth, Duluth, 
Minn., October 16. The board meeting will convene at 10 a. m. 
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A meeting of the executive committee will be held prior to that. 
Mayor S. F. Snivley, of Duluth, will make an address of welcome 
and W. H. Bremner, receiver, M. & St. L., will speak. Genera] 
transportation conditions will be reviewed by L. M. Betts, map. 
ager, car service division, American Railway Association, Wash. 
ington. Conditons local to the board will be reviewed by P. J. 
Coleman, district manager, American Railway Association. 

“As our peak grain movement has now reached the stage 
where the balance of the movement may be analyzed, we believe 
it of the utmost importance to all the business interests of the 
northwest, including the producers, to get a close-up view of 
the grain handling conditions at the present time,” says the 
announcement. The present grain crop, it says, is second only 
to the crop of 1912. , 

The commodity committees will present estimates of car 
requirements in the individual lines of business for the last 
quarter of the year and the railroads will report on conditions 
of equipment and allied matters. 

The Duluth Chamber of Commerce has arranged for a 
sightseeing trip, so that the visitors may see the Head-of-Lakes’ 
Terminals. 


MIDWEST ADVISORY BOARD 


The volume of business activity in midwest territory in the 
last three months of this year will be approximately seven per 
cent greater than in the same months a year ago, according to 
the forecasts made at the seventeenth regular meeting of the 
Midwest Shippers’ Advisory Board, at Springfield, Ill., October 10, 

Comparing the probable rail shipments in October, Novem. 
ber and December, 1928, with the actual figures for the last 
quarter of 1927, the largest increase, amounting to over one 
hundred per cent, is expected in the movement of fresh fruits. 
The anticipated movement of fresh fruits will require eight 
thousand freight cars, as compared with less than 3,800, in the 
corresponding period a year ago. 


Potato shipments will show the next largest increase, the 
anticipated movement being eighty per cent in excess of the 
last three months last year. Accompanying this increase in 
these farm products, there is an increase of around eleven per 
cent predicted for agricultural implements. 


Increases of ten per cent were forecast for the shipments 
of cement, clay, gravel, sand and stone, iron and steel, and 
petroleum and petroleum products. Grain follows close behind, 
with an expected increase of 9% per cent over the closing quar- 
ter of 1927. 


Coal and coke and lumber and forest products will show 
an increase of between seven and eight per cent, while a five 
per cent increase is expected in the movemnt of flour, meal and 
other mill products, castings, machinery and boilers, and lime 
and plaster. Other commodities, the shipments of which are 
expected to show increases by less than five per cent, are brick 
and clay products, paper, printed matter and books, chemicals 
and explosives, and canned goods. 


Shipments of salt and of sugar, syrup, glucose and molasses 
will be approximately the same as a year ago. 


Decreases in activity are expected in six lines. The move- 
ment of hay, straw and alfalfa is expected to decline about one- 
fifth. Shipments of fresh vegetables, other than potatoes, will 
drop fifteen per cent below the last three months of 1927, ac- 
cording to the reports, while reductions of about eight per cent 
are forecast for live stock and poultry and dairy products. The 
movement of ores and concentrates will be about five per cent 
off, and shipments of fertilizers will show a slight decline, it 
was said. 





BOSTON & MAINE EDUCATIONAL WORK 


Four hundred employes of the Boston & Maine Railroad, in 
three special night courses this fall and winter, will study a 
variety of subjects touching on the work of the accounting, 
freight, and passenger departments. First to get under way is 
the railroad accounting course, with an enrollment of 250 clerks 
and executives. This course has been set up at the Boston 
University College of Business Administration, by cooperation 
of the railroad and the college. Lectures on all phases of rail- 
road accounting are to be given by Prof. Walter J. Goggin, head 
of the college’s accounting department, and George F. Glacy, 
assistant comptroller of the Boston & Maine. The freight and 
passenger courses, under the direction of Traffic Vice-President 
Nathan W. Hawkes and John W. Rimmer, assistant to the vice- 
president, are to be held in the Boston & Maine general office 
building, with Boston & Maine officials as instructors in a wide 
variety of traffic subjects. Meanwhile the first of the M. I. T. 
students of railroading under the combined Technology-Boston 
& Maine course announced last spring, are receiving their first 
practical railroad experience as employes in the mechanical 
department. The first employe-students are H. M. C. Luykx, of 
Tenafly, N. J., G. E. McHugh, of Everett, and J. P. Ramsey, Jr., 
of Charlotte, Vt., third-year Tech men. For eighteen weeks they 
will .work in the car, locomotive, and boiler shops, and in the 
roundhouses. 
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Symbet 


—@ Service — 


The railroad’s job today is to serve, in the older sense 
of the word. Service in the ancient days meant putting 
yourself at the complete disposal of another . . . not 
merely talking about it. If the South Shore Line were 
to adopt a creed it would read something like this: We 
believe in the new theory of freight service . . . weare 
in business to satisfy the shipper ... nothing will satisfy 
him more than on-time delivery and prompt, efficient 
handling . . . therefore we will make more motions and 
less talk ...and get the carloads through on time. 


Traffic Department, 72 West Adams St., 
Phone Central 8280, Chicago. 


CHICAGO SOUTH SHORE & SOUTH BENDRR. 

























MEN IN TRANSPORTATION 





Frank C. Stratton, chief of the section of dockets of the 
Interstate Commerce Commission, was on the job in the docket 
division when the filing of a complaint was an extraordinary 
event. In one of the early years of his service with the Com- 
mission only thirteen complaints were filed. Last month there 
were approximately one hundred and seventy. 

Born in Doniphan, Kan., fifty years ago, Mr. Stratton, after 
attending school in his native state and high school in Wash- 
ington, D. C., obtained a position as a messenger boy under 
Secretary Moseley, about 35 years ago. At that time the Com- 
mission’s staff was made up of five commissioners and from 
sixty to seventy employes. Now there are eleven commission- 
ers and slightly more than two thousand employes. 

After a brief service as messenger boy, Mr. Stratton was 
assigned to the docket division—in fact, Alfred Holmead, chief 
of the section, and he were the “whole docket division.” With 








F. C. STRATTON 


the passage of the Hepburn act in 1906, however, things began 
to be more active around the division. Additional help was 
needed to handle the increased business. There are more than 
forty employes that now work under Mr. Stratton’s supervision. 
He became chief of the section about fifteen years ago. 


Everything of a formal nature—complaints, petitions, briefs, 
exceptions, motions—finds a home in the section of dockets. 
Finance applications and valuation documents. also come first 
to this section. Service of all processes is made through it. 
In September, for example, the section of dockets sent more 
than twenty-seven thousand pieces of mail to litigants and 
served more than sixty-five thousand notices of hearings, orders 
and decisions and similar matter on agents of common carriers. 

The principal activity of the section has to do with rate 
complaints. It is the duty of the section to see to it that com- 
plaints are sufficient in form and in substance before they are 
filed and served on defendants. To a certain extent the section 
acts as free counsel with respect to the preparation of com- 
plaints in that, if a complaint is deficient in some respect, the 
complainant is advised as to what additions and changes should 
be made. The principal reason such a course is followed, it is 
explained, is that it saves the government money. If a com- 
plaint, not properly drawn, is served on defendants and later 
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a hearing is scheduled, complications arise and time and money 
are lost. Approximately twenty-five per cent of the complaints 
received for filing by the Commission are returned to the senq. 
ers because of defects. In other instances complaints are cor. 
rected in the section of dockets after correspondence with the 
complainants. 

After a complaint has been filed and served, itineraries for 
hearings on it and others ready for hearing are made by Mr. 
Stratton. He arranges for the places ‘where the hearings are 
to be held and must make an estimate as to the length of time 
a given hearing will take. Once a complaint has been set for 
hearing, it becomes a difficult task in many instances to “keep 
it set.” Letters and telegrams come in asking for postpone- 
ments, and these are dealt with in the light of the circum. 
stances, but the purpose is to make scheduled hearings “stick” 
whenever that is possible. Petitions for interventions are han- 
dled in the docket section and the argument calendars of the 
Commission are made up there. A complete record of the status 
of each case is kept in the section, so that there is available 
at all times a chronological record from the date of filing of a 
complaint to its final disposition.—S. H. S. 


So 





Personal Notes 





L. A. Downs, president of the Illinois Central, will be the 
principal speaker at the transportation luncheon, on the occasion 
of the annual meeting of the Illinois Chamber of Commerce, at 
the Congress Hotel, Chicago, October 18. His subject will be, 
“Transportation from the Business Man’s Viewpoint.’”’ Walter 
S. Carr, chairman of the transportation committee, Illinois 
Chamber of Commerce, will preside. Entertainment will be 
furnished by the Pullman Porters’ Quartette. 

S. H. Howe has been appointed division freight agent, Rock 
Island, at Topeka, Kans., succeeding E. F. Strain, resigned to 
engage in other activities. 

C. E. Ward has been appointed 
Erie, at New York. 

H. J..Graham has been appointed western traffic manager, 
D. L. & W., at Chicago. 

J. A. Jackson, freight traffic manager, Gulf, Mobile and 
Northern, Mobile, Ala., died October 7. Funeral services were 
held at Nashville, Tenn., October 10. 

R. S. Campbell has been appointed traveling freight agent, 
Atlantic Coast Line, effective October 15, at Atlanta. 

Major H. McClure has been appointed to the newly created 
position of traveling freight agent, Missouri-Kansas-Texas of 
Texas, at Ft. Worth. 

E. E. Mills has been appointed general traffic manager, 
Advance Motor Transport Company, South Bend, Ind. 

B. R. Brenan has been appointed assistant general freight 
agent, C. C. C. & St. L. and Cincinnati Northern, at Cleveland, 
succeeding J. E. Anderson. 

Arthur C. Dorrance, of Riverton, N. J., general manager of 
the Campbell Soup Company and president of the Franco- 
American Food Company, was élected a director of the West 
Jersey & Seashore Railroad at a meeting of the board October 
5. He will succeed his brother, Dr. John T. Dorrance, president 
of the Campbell Soup Company, whose resignation was accepted. 
Dr. Dorrance is, and will continue to be, a director of the Penn- 
sylvania. He desired to withdraw from the West Jersey & 
Seashore board in order to lessen the burden of his business 
responsibilities, according to the announcement. 


The fourteenth annual Stone and Railroad Men’s Golf 
Tournament was held at French Lick Springs, October 3, 4, 5, 
and 6. The association is composed of executives of the stone 
companies in the Bedford, Ind., limestone district and represen- 
tatives of some of the railroads serving them. Railroad and 
stone men from Chicago, Cleveland, Detroit, New York, Cin- 
cinnati, Louisville, Toronto, Washington, D. C., Miami, Fla., 
Atlanta Ga., St. Louis, Kenosha, Wis., and Bedford and Bloom- 
ington Ind. attended. Railroads represented were the Monon, 
Erie, C. M. St. P. & P., New York Central, Southern Railway, 
L. & N., Nickel Plate and the Wabash. Besides the tournament 
for men, there was a tournament for women and also a putting 
and approaching contest for women, and bridge. The players 
were divided into four flights. The championship was won by 
M. H. Wilson, Jr., of Cleveland. The second flight was won 
by James M. Avery, of Detroit; the third by Frank Lewis, of 
Lafayette, Ind., and the fourth by Carl Howe, of Chicago. Mrs. 
I. F. Freiberger, of Cleveland, won the women’s tournament, 
with Mrs. Henry Struble, Chicago, victor in the putting and 
approaching contest. The 1929 tournament will be held next 
autumn at French Lick Springs. Officers were elected as 
follows: President, Maurice F. McGrath, Bedford, Ind.; vice- 
president, E. P. Cockrell, Chicago; secretary-treasurer, W. R. 
Martin, Bedford, Ind. 

The railroad and express field in New York again this year 
is cooperating actively with the American Red Cross in its 


industrial commissioner, 
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roll call membership appeal which opens annually on Armistice 
Day for the support of its metropolitan welfare and relief and 
public health program. Serving as volunteer chairman of 
special groups are E. E. Loomis, president of the Lehigh Valley, 
heading the railroads and traffic offices group, and H. K. Brooks, 
vice-president of the American Express Company, heading the 
express group. 


DOINGS OF THE TRAFFIC CLUBS 


H. S. Ensign was in charge of the program at a meeting 
of the Traffic Club of Wichita at the Wichita Club October 11. 

The Junior Traffic Club of St. Louis will hold its first ‘traffic 
conference” of the season at the Warwick Hotel October 16. 
“The Business of the Western Weighing and Inspection Bureau” 
will be the subject considered. The annual banquet will be held 
at the Congress Hotel November 3. 

The Grand Rapids Transportation Club will hold a dinner- 
meeting at the Association of Commerce October 18. S. A. 
Larish, traffic counsel, Chicago, will speak on ‘The Benefit of 
the Industrial Traffic Man to Industrial Concerns.” 

The Transportation Club of Louisville will hold an ‘“educa- 
tional program” meeting at the Kentucky Hotel October 18. 
L. C. Sorrell, professor of transportation, University of Chicago, 
will speak on “Significance of Transportation to Industry.” In- 
vitations have been sent to a large number of non-members. A 
“Dutch lunch” will be served. 











Louis Harber, traffic manager, United States Printing and 
Lithograph Company, was nominated for the presidency of the 
Brooklyn Traffic Club at a meeting of the nominating committee 
at the Brooklyn Chamber of Commerce rooms October 9. Other 
officers nominated are as follows: Vice-president, E. A. Buch- 
mann, traffic manager, H. C. Bohack Company; secretary, A. C. 
Welsch, traffic manager, Brooklyn Chamber of Commerce; 
treasurer, A. B. Rathjen, assistant traffic manager, American 
Manufacturing Company; assistant treasurer, S. B. Spoor, traffic 
manager, Detmer, Bruner & Mason, Inc.; board of governors, 
Frank Bilek, traffic manager, Chelsea Fibre Mills; G. A. Burtis, 
Luckenbach Steamship Company, Inc.; F. W. Geagen, Chicago, 
Rock Island & Pacific; B. L. Tilly, president, New York Dock 
Railway; R. D. Simons, traffic manager, Mergenthaler Linotype 


Company. The annual meeting at which the nominees will be. 


voted on will be held October 18. 





At the luncheon of the Traffic Club of Chicago October 10, 
at which the subject of aviation and its relation to commerce 
was considered, the speakers were: E. A. Stedman, vice-presi- 
dent of the American Railway Express Company, who told what 
the express company was doing with air transport; Earle Reyn- 
olds, president of National Air Transport, Inc., who told of the 
development of air transport in this country as compared with 
foreign countries; and W. P. MacCracken, assistant secretary, 
U. S. Department of Commerce, who spoke on the government 
attitude and also indorsed the appeal made by Mr. Reynolds 
for better airport facilities in Chicago. He flew from New York 
to Chicago to attend the luncheon. J. P. Haynes, chairman 
of the public affairs committee, under the auspices of which the 
luncheon was given, presided. The speakers were introduced 
by T. C. Powell, president of the C. and E. I., a member of the 
public affairs committee, who had this particular luncheon in 
charge. At the head table were a number of guests interested 
in the business of air transport. 





On October 11 the Traffic Club of Minneapolis inspected the 
Northwestern Terminal and the new plant of the Cream of 
Wheat Company. A special luncheon was served in the North- 
western Terminal Cafe. T.S. Loughery, M. A. Gedney Company, 
was in charge. 





The Traffic Club of Montreal held its first meeting of the 
season at the Windsor Hotel October 12. T. R. Enderby, gen- 
eral manager, Canada Steamship Lines, Limited, was the 
speaker. Motion pictures were displayed, following the address. 





The Traffic Club of Dallas has appointed Douglas Damron, 
traffic manager, Armstrong Packing Company, and Charles Sorg, 
Jr., Northern Pacific, delegates to the meeting of the Associated 
Traffic Clubs of America at Chicago. 

C. B. Hesse, traffic manager, Northwestern Terminals Com- 
pany, and L. B. Banks, general agent, Southern Pacific, have 
been appointed delegates to the meeting of the Associated Traffic 
Clubs of America at Chicago by the St. Louis Traffic Club. S. S. 
Butler, freight traffic manager, Frisco, and J. N. Cornatzer, pas- 
senger traffic manager, Frisco, haye been appointed alternates. 








L. Ert Slack, mayor of Indianapolis, will make the address 
of welcome at the “B. & O. Night” dinner of the Indianapolis 
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Traffic Club at the Indianapolis Athletic Club October 18. Danie] 
Willard, president of the B. & O., will be the principal speakey. 
He will be introduced by L. E. Banta, president of the club. 





A. M. McCabe, traffic manager, J. Allen Smith Milling Com. 
pany, will represent the Knoxville Traffic Club at the meeting of 
the Associated Traffic Clubs of America at Chicago. 





The Traffic Club of Memphis has ratified the resolution per. 
taining to political rate making adopted by the Associated Traffic 
Clubs of America at San Francisco. 





Miss Edyth Johnson, president of the Women’s Traffic Club 
of San Francisco, has been appointed delegate of that organiza- 
tion to the meeting of the Associated Traffic Clubs of America 
at Chicago. 

The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room October 9. Professor Frank M. Rarig, 
of the oratorical department, University of Minnesota, spoke on 
“Public Speaking.” 

The York Traffic Club held a meeting at Ralphs Octo- 
ber 11. Jacob E. Weaver, mayor of York, and R. .O. E. Stoops 
were the speakers. 

At a meeting of the Pacific Traffic Association at the Palace 
Hotel, San Francisco October 2 it was announced that H. H. 
Pierson, district freight agent of the Dollar Steamship Company, 
had been appointed chairman of the committee in charge of 
arrangements for the annual banquet to be held at the Palace 
Hotel October 20. H. W. Klein, assistant general freight agent, 
Southern Pacific, was appointed vice-chairman. Norman fF. 
Titus, chief of the transportation bureau, Department of Com- 
merce, will be the speaker. The Transportation Club of San 
Francisco, Women’s Traffic Club of San Francisco, and the 
Oakland Traffic Club will be guests. 





The Transportation Club of San Francisco has appointed 
W. J. Martindale, claim agent, American Railway Express Com- 
pany, and president of the club, delegate to the semi-annual 
meeting of the Associated Traffic Clubs of America at Chicago 
October 24 and 25. The club has ratified the resolution pertain- 
ing to political rate making adopted by the national organization 
at the San Francisco meeting. 


DRY GOODS ASSOCIATION GROUP 


The board of directors of the traffic receiving and marking 
group of the National Retail Dry Goods Association held its 
fall meeting at the Park Central Hotel, New York, October 8. 

Among other things the eastern class rate investigation was 
discussed. The board went on record as approving the position 
taken by the association and the plan of action. 

Plans were laid for the group’s semi-annual convention in 
February, at the Hotel Pennsylvania, New York, and its tenth 
annual convention, at the Hotel Drake, Chicago, May 20 to 23, 
concurrently with the store managers’ division, controllers’ con- 
gress, and personnel group. A convention committee was ap- 
pointed charged with the work of reviewing proposed subjects 
for the May convention, the committee to report at the next 
board of directors’ meeting at the time of the February con- 
vention. 

E. D. Hussey, past chairman of the group and traffic man- 
ager of Jordan Marsh Company, Boston, who is also a member 
of the container advisory committee, made a report on the 
container study. 

A report was made by E. F. Cosgriff, chairman of the clas- 
sification committee, on the work of his committee. 

A change in the by-laws was approved that would permit 
an increase of four members in the board of directors. 

The group has compiled and published a transportation 
manual. Its publication is a part of the year’s program 
of this division of the association. The handbook is meant 
to be equally valuable to large or small stores. It is written 
in non-technical language. It takes the reader through the 
various steps he must take in order to file properly a claim, 
whether on freight, express, or parcel post. Naturally, it .is 
pointed toward, and takes cognizance of claim problems peculiar 
to department stores, making it possible for a store to know 
just what its rights are. It carries instructions intended to 
speed up the adjustment of claims. A copy of this manual 
is to be given to every member of the traffic receiving and 
marking group. To members of the association not enrolled 
in the group there is a charge, with a still larger charge for 
non-members of the association. 


RAILROAD EMPLOYES IN AUGUST 

Class I railroads at the middle of August had 1,750,880 
employes, a decrease of 3.64 per cent as compared with the 
number in August, 1927, and of 6.59 per cent as compared with 
the number in August, 1926, according to the monthly statement 
prepared by the bureau of statistics of the Commission. 
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“Diversity” is one of 
the two things which 
the man in search of a 
plant site will not find 
i / anywhere but in Wil- 
mington on the Dela- 
 Pware—diversity of 
« | character and of activ- 
ities. 
~ [| Wilmington offers you the 
ew, [ characteristic advantages of the 
o» & city as well as those of a city’s 
large tributary area. Out of 
‘¢ § that double-character grow 
0 | Wilmington’s diversified activ- 
in & ities—industrial, civic, home. 






















| The tremendous importance of this two- Has The 

its fold “diversity” is apparent to any manu- Right-of-Way 

t. facturer who must think simultaneously of 

ion raw material supply, labor supply, capital 

in supply, manufacturing and living condi- On the fastest 

= tions, and a host of other needs. passenger trains between 
o We should like to enlarge on this thought— 

x and tell you about the other of the two OHIO 







and 


INDIANA 


Electric Railway Points 


exclusive advantages which Wilmington 
af offers you—by letter or personally. Please 
he address— 







it Charles H. Gant, Manager 
“ Wilmington Marine Terminal 
_ Wilmington, Delaware 


| WILMINGTON 


‘ on the Delaware 


The Port of, 






Preferred Attention— Attractive Rates 
Prepay or C. O. D. Service 






Inquire of 


The 


“LC. & &” 


Traction Lines 


Wm. R. Huffer—Traffic Manager 
Springfield, Ohio 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to —~ ec question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions yy practical traffic 

blems. We do not desire to the place of traffic man but to 
belp him in his work. a 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may —e to us unwise to answer 
or that involves a situation too complex for the kihd of investigation 

herein contemplated. é 
Address Questions and 


Answers artment, 
Traffic Service Corporation, Mills Building, 


ashington, D.C. 





Demurrage—Computation of Time on Empty Cars Placed on 
Orders, but Not Used in Transportation Service 


Ohio.—Question: We would appreciate your advice as to 
the following: . 

With respect to a demurrage charge on cars ordered empty 
to load, but returned empty to the carrier. 

In Jones’ tariff, on page 16, there is a note stating that, in 
computing time, Sundays and legal holidays are to be excluded. 

Referring to page 18, rule 6, section B, states that when 
empty cars placed on orders are not used, demurrage will be 
assessed from the time of actual or constructive placing until 
released. 

Under this rule are we to be assessed car service for Sun- 
days and legal holidays, or does the note on page 16 apply? 

Answer: Under the provisions of rule 3 of the National Car 
Demurrage Rules, Sundays and holidays are non-chargeable days 
to be excluded when computing demurrage charges, no mention 
being made in rule 2 of Sundays and holidays. 

It therefore appears that the phrase, ‘“With no free time 
allowance,” as used in section B of rule 6, does not refer to 
Sundays and Holidays, and that, therefore, in computing demur- 
rage charges on cars placed on orders but not used in trans- 
portation service, Sundays and holidays are to be excluded. 
Freight Charges—Liability of Consignor Where Shipment Re- 

fused at First Destination and Reconsigned 

Oklahoma.—Question: On June 22, 1927, we shipped from 
“A” to “B” one tank carload of gasoline, consigned to Blank, 
freight collect. On arrival at the first destination, the original 
consignee paid freight charges, inspected contents and refused 
same. We resold the material and placed diversion instructions 
with the delivering line, diverting car to another customer at 
another destination, shippers order notify, freight callect. 

Upon receiving our diversion instructions, the delivering 
line attempted to refund to the original consignee the amount 
of $160.58, representing freight charges from “A” to “B.” How- 
ever, as they had already forwarded the original paid freight 
bill to “C,” to whom we had sold shipment, and from whom 
they bought same, owing to the time consumed in the original 
freight bill reaching this office, we did not know but that our 
instructions had been fully complied with, and upon receipt of 
original paid freight bill, we immediately credited the first cus- 
tomer and made claim against the carrier. 

We were then advised that shipment was diverted from “B” 
to final destination with the amount of $160.58 applied as prepay 
on the through charges, which were $331.86, plus switching, de- 
murrage and reconsigning. 

Our claim has been declined by the carriers, alleging that 
the correct charges were assessed and collected, and that the 
matter of adjustment of freight should be settled between us 
and our customer. 


We fully realize that the correct charges were assessed and 
collected by the carriers. However, we are damaged in the 
amount of $160.58, less the switching, demurrage and reconsign- 
ing charge, which, from all information we are able to obtain, is 
about $35. 

To date, we have not been able to secure from the customer 
freight bill as paid by him at destination. Had we known, when 
drawing our draft on customer, that the carriers were billing 
the item of $160.58 as prepay to apply, we could have included 
same in our draft. However, figuring that our instructions 
would be carried out, we did not do this. 

Will you kindly let us have your opinion and, if possible, 
reference to any parallel cases? 

Answer:. Whether the reforwarding of the shipment in 
question from B was a reconsignment or whether it was re- 
forwarded as a new shipment (see Woodward & Son vs. South- 
ern Ry. Co., 146 I. C. C. 583), it does not appear that an act 
of omission of the carrier was the proximate cause of your loss. 
The freight charges to the first destination, B, had been col- 
lected by the carrier prior to the refusal of the shipment by 
your customer at that point, and apparently your instructions 
for the reforwarding of the shipment from B did not specifically 
relate, in so far as the freight charges are concerned, to the 
collection of freight charges from A to B, from your customer 
at C. There must have been, in order to place liability on the 
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carrier, in our opinion, an undertaking by the carrier, upon 

which you were entitled to rely, to collect freight charges for 

the haul from A to B from the consignee at C. 

Sale of Goods for Freight Charges—Liability of Shipper fo, 
Freight Charges from Destination to Point at Which Goods 
Sold 
Georgia.—Question: One of the provisions in an order notify 

bill of lading is that in the event of non-delivery of the goods 
shipped to the consignee by reason of his failure to accept after 
notice of arrival, that a common carrier may sell the goods at 
public auction to the highest bidder “at such place as may be 
designated by the carrier.” 

In the instant case, the goods were shipped from “A,” 
Georgia, to “B,” Alabama, and delivery was not effected because 
of inability to locate the consignee, and after the expiration of 
the prescribed time the goods were shipped by the railroad 
company from “B,” Alabama, to “C,” Alabama, and were there 
sold at public auction. The railroad company is now seeking 
to recover from the consignor freight charges from “B” to “c” 
on these goods. 

I would like to know whether there has ever been a ruling 
as to the right of the common carrier to assess freight charges 
against the consignor for transporting goods from one point to 
another on its lines for the purpose of “old horsing” undelivered 
goods. 

* Answer: We cannot locate any decisions of the courts 
involving the liability of a shipper for freight charges from the 
billed destination of a shipment to the point at which the goods 
are forwarded for sale at public auction, in so far as refused 
or unclaimed goods are concerned. 

We assume that in the instant case the consignor was 
notified in accordance with provisions of section 4 (b) of the 
Uniform Bill of Lading Contract, Terms and Conditions. If so, 
the freight charges from the billed destination to the point at 
which the goods were sold are, in our opinion, chargeable to 
the shipper, if at all, only as an item of the expense of the 
sale of the goods. Inasmuch as the consignor or shipper is 
liable for the balance of freight charges where the proceeds of 
the sale are insufficient, unless the transportation from B to C 
held out a reasonable certainty of resulting in a better price 
being obtained at that point, at least to the extent of the freight 
charges from B to C, we do not believe that there is any ground 
for assessing the freight charges from B to C as an expense 
incurred in the sale of the goods to satisfy the carrier’s lien 
for freight charges. 

Routing and Misrouting—Carrier Not Liable for Protection of 
Rate via Lowest Rated Route where It Forwards Shipment 
via a Cheaper or as Cheap a Rated Route as That Directed 
by Shipper 
New York.—Question: A shipper makes out a bill of lading 

with specific routing instructions from Rockaway, N. J., to Belle- 

fonte, R. I., as follows: “C. R. R. to Pier 10, Joy Line, U. E. 

Ry.” No rate is shown. The C R. R. publishes no through 

class rate to Bellefonte, R. I., via the Joy Line, but maintains 

rates via the Norwich Line. When the shipment arrived at Pier 

10, it was delivered by the C R. R. to the Colonial Line, via 

which route there likewise is no through rate. The combination 

of the local to Pier 10, the Colonial Line local, and the local 
beyond, is assessed. 

We contend that carrier is bound to observe the shipper’s 
routing and, where it fails so to do, but without authority diverts 
the shipment to another line not mentioned in the bill of lading, 
it is failing to observe its duty to transport the shipment at the 
lowest possible rate and should have delivered it to the Norwich 
Line, via which it had a rate. We claim that we should receive 
the benefit of the through published rate. 

Answer: While, in the instant case, the shipment was mis- 
routed by the carrier, no duty rested upon the carrier to forward 
the shipment via a lower rated route than that specified by the 
shipper, and the shipment having moved via as low a rated 
route as that directed by the shipper, the shipper was not in- 
jured by the carrier’s misrouting of the shipment. Therefore, 
damages may not be recovered. See Northwestern Traffic and 
Service Bureau vs. Missouri Pacific R. R. Co., 73 I. C. C. 471, 
and Lathrop, Shea, Henwood Co. vs. Lehigh Valley R. R. Co., 
24 1. C. C. 622. 

We assume that the rate via the route over which the ship- 
ment moved was no higher than that specified in the bill of 
lading by the shipper 

Limitation of Actions—Undercharges 

Texas.—Question: We have been served notice to appear 
in court, on suit for undercharge by the X Ry. Co., in the amount 
of $29.50, alleged to be due on carload of tomatoes, shipped 
May 18, 1925, to A, Oklahoma. While the undercharge they are 
attempting to collect should actually be $19.09, it is our belief 
that the undercharge is barred by a statute of limitation pre- 
scribed by the interstate commerce act, since the amount has 
not been collected within the three-year period from the time 
the shipment arrived at X. The suit has just been filed and, 
according to our belief, if same had been filed before May 18, it 
would have been within the three-year period. 

As this suit is scheduled to come up in court October 11, 
we would appreciate your ruling on this at an early date, as 
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UNITED FRUIT COMPANY | | 42 Steamship Lines 


ARE SERVING THE— 
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General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 


America. 
For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


3 California St., 17 Battery Place, $21 St. Charles St., 
fen Francisco, Cal. New York, N. Y. New Orleans, La. 
Long Wharf, 140 S. Dearborn St., 

Boston, Mass. Chicago, Ill. 


PORT OF 
MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Basie Sete boo Crmerete Wharvs 
a Ser ane Fretg Enclosed Fireproof it Sheds 
inerary: New York—Havana—Panama Canal—Balboa age _ 

—San Diego (Westbound)—Los Angeles—San Francisco. Extensive Shipside Fireproof Warehouses 
Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, Cotton Compress and Warehouses 
Far Eastern and Australian ports. ° ° e133 

Passengers’ automobiles accepted uncrated as baggage at Automatic Sprinklers All Buildings 
moderate charge. All steamers equipped for refrigerator 
— Proposed Sailing Dates: Electric Derrick, 75-ton Capacity 

Westbound from New York Ss pe ee Reates C and Mate I Handling Plant 

an Francisc 
Industrial Sites for Lease 


Mongolia... . Nov. 3 Dec. 22 Mongolia... . Nov. 24 Jan. 12 
California(new) Nov. 17 Jan.5  California(new) Oct. 27 Dec. 8 on Canal and Harbor Front 
Dec. 22 Connecting with All Railroads 


Manchuria Dec. 1 Manchuria 
SEND FOR PORT OF MOBILE BOOKLET > 


faname facifie ine -* ALABAMA - 74 


INTERNATIONAL MERCANTILE 
Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. STATE MOCKS om MiSs 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 A ee Ce oe 
Chicago, 186 N. Michigan Ave. Boston, 84 State Street MOBILE, ALABAMA 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber ef Com- SL ae 
San Francisco, 60 California St. merce Bldg. Pos 4 

Leos Angeles, Central Bldg. 
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we do not like to pay this to the carriers, if our contentions 
are correct. We would appreciate you so advising us. 

Answer: Subdivision A, of paragraph 3, of section 16, of the 
interstate commerce act provides that all actions at law by 
carriers subject to the act for recovery of their charges, or any 
part thereof, shall be begun within three years from the time 
the cause of action accrues, and not after. Subdivision E of 
the same paragraph and section of the act provides that the 
cause of action in respect of a shipment of property shall, for 
the purposes of this section, be deemed to accrue, upon delivery 
or tender of delivery thereof by the carrier, and not after. 

In the instant case the above referred to provisions of the 
act, if pleaded as a defense, will bar a recovery by the carrier 
of the alleged undercharge, if the shipment was delivered more 
than three years prior to the date suit was instituted by the 
carrier, which, we assume to be the case, inasmuch as you state 
it was shipped May 18, 1925; the date of delivery, no doubt, be- 
ing not more than two weeks subsequent to that date. 

Sligo Case—Suits 

Ilinois.—Question: Several carriers have refused to com- 
ply with the Commission’s order requiring the protection of com- 
bination rates, where only one of the tariffs used carry the 
authority to use Jones’ 228, I. C. C. US 1, and in this way have 
forced shippers to file suit. I understand the principle of the 
Sligo case has been upheld in several federal courts, judgment 
being rendered in favor of the plaintiff. 

I would appreciate information as to whether or not, the 
question has reached the Supreme Court of the United States 
and, if so, the decision rendered. 

Answer: While several actions have been brought in the 
courts on orders of the Interstate Commerce Commission against 
the carriers, involving reparation awarded by the Commission 
under the principle of the Sligo case, we are not advised of any 
case having reached the Supreme Court of the United States, 
and know to a certainty that no decision has been rendered by 
that court on the question. 

Limitations—Waiver by Shipper of Statutory Provisions Govern- 
ing Action for Undercharges 

New York.—Question: Section 16 of the interstate com- 
merce act specifies that no action at law shall be begun after 
three years to collect undercharges. 

We made a shipment, on March 26, 1925, of a car of shingles 
to X, Minnesota, which arrived there on April 2, 1925. This 
car was sold on a delivered basis and our customer deducted 
the freight charges. 

On May 17 the railroad presented to our customer a balance 
due bill amounting to $23.07, which was paid on April 30, 1928. 
They have deducted that bill from a settlement with us. 

If they had turned it over to us in the first place, we would, 
of course, have declined payment, in accordance with section 
16 of the interstate commerce act. 

However, the railroad collected the money without bringing 
an action at law and claim that there is no violation of the law 
and respectfully declined to reimburse us. 

It would seem that if they have no legal right to bring an 
action for the collection of a bill, they have no right to collect 
it after the three-year period, and that it would be unlawfully 
collected and subject to refund. 

Will you please give us the benefit of your experience along 
these lines, giving us the information which will enable us to 
follow the matter through, if we have a just ground for an 
ovetcharge claim? 


Answer: We see nothing to prevent a shipper from waiv- 
ing the provisions of paragraph 3 of section 16 of the act and 
paying an undercharge after the expiration of the three-year 
period of limitation. While the Supreme Court has held that, 
so far as the collection of an overcharge from a carrier is con- 
cerned, the carrier may not waive the provisions of this section 
of the act, for to do so would open the way to discrimination 
(see Kansas City Southern vs. Wolf, 261 U. S. 133), there ap- 
pears to be no such consideration involved in the case of the 
collection of an undercharge after the expiration of the statutory 
period of limitation. 

In other words, it seems to us that, so far as the shipper 
is concerned, the provisions of paragraph 3 of section 16 con- 
stitute a defense which may be pleaded or not, as the shipper 
sees fit, as is true of the ordinary statute of limitation, which, to 
be availed of as a defense, must be pleaded. 


Routing and Misrouting—Shipper’s Instructions Must Be 
Observed by Carriers 


New York.—Question: Will you please be good enough to 
favor us with an expression of your opinion on the following 
problem: 

An order covering a shipment from Sylacauga, Ala., to 
South Vallejo, Calif.. which we were instructed to route via 
Central of Georgia, care Frisco Line at Memphis, Union Pacific, 
Southern Pacific, was written up in error, so the routing appeared 
as follows: C. of Ga.-Frisco at Memphis, N. P.-S. P. 

Our mill followed out our instructions and the latter routing 
appeared on the bill of lading, upon which our mill unfortunately 
did not place the through rate. The Central of Georgia billed 
the shipment in accordance with the routing instructions, and 
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the Frisco Line, who have a physical connection with the Upj 
Pacific, gave the shipment to the C. B. & Q. for connegtiss 
with the Northern Pacific, which road hauled the car to Seat, 
Wash., and turned it over to the Southern Pacific, at that poi 
computing freight charges on a combination of rates as follow: 
Through rate to Seattle as published in Trans-Continental Tans 
and local rate from Seattle, Wash., to South Vallejo, Calif! 
which resulted in an additional charge to us of three hundry 
dollars ($300). 

The Frisco Lines have a physical connection with the Unig 
Pacific, yet they ignored this fact and gave the shipment to y 
intermediate carrier, who turned it over to the Northern Pagif, 
which line pulled the shipment entirely out of all reason to, 
point as far north as Seattle, to reach an ultimate destinatiy, 
below San Francisco. 

Do you think it is possible to recover any portion of th 
freight charges collected from either the Frisco Line, or Centry 
of Georgia? 

Answer: Where a shipper gives directions with respect 
the routing of a shipment, the carrier is bound by his instr» 
tions and must charge the rate applicable to the designatgj 
route, even though such rate is higher than over some othe 
route between the same points. Struthers-Wells Company 
Pa. R. R. Co., 14 I. C. C. 291. A strict compliance with routix 
instructions relieves a carrier from liability for misrouting ay 
it is no part of the carrier’s duty to speculate upon the reasoy 
which actuate such instructions, and to assume that they do no 
express the shipper’s desire. Switzer Lumber Company vs. T 
N. ©. BR. KR. Co. 21.1 C6. C. 200. 

There appears to be no ground upon which the shipper ca, 
in the instant case, base a claim for misrouting on the part of the 
carriers, the shipment having been forwarded, we assume, yi 
the cheapest available and reasonable route, consistent with th 
shipper’s incomplete routing instructions. See Atlas Cereal (y, 
vs. Director-General, 59 I. C. C. 1638. 

Routing and Misrouting—Ratification of Carrier’s Routing 

Nebraska.—Question: Some time ago we read in The Trafic 
World a decision or proposed report of the Interstate Commer: 
Commission covering the inserting of routing by a carrier’ 
agent on a bill of lading before signature by shipper. 

What we wish to know is what, if any, cases have bea 
decided by the Commission relative to the responsibility of a 
error caused by the application of higher rates by carrier’s agent 
inserting such routing in a case where shipper is not familiar 
with the application of routes and rates. 

Answer: With respect to this question, see the following 
cases: J. G. Peppard Seed Company vs. A. T. & S. F., 113 1. 6.0. 
309; Miller vs. Central of Georgia Ry. Co., 115 I. C. C. 518; 
Hubbard vs. O. S. L. R. R. Co., 118 I. C. C. 102; Brownyard vs. 
Union Pacific R. R. Co., 136 I. C. C. 447. 

In the first case the Commission said: “The shipment 
moved as routed in the bill of lading over the Colorado & 
Southern Railway to Trinidad, Colo., thence Atchison, Topeka 
& Santa Fe Railway, hereinafter termed the Santa Fe, to des 
tination. Charges were eventually collected at a combination 
rate of $1.175 based on class A of 48.5 cents to Trinidad anda 
commodity rate of 69 cents beyond. A joint rate of 69 cents 
was applicable from Clayton to Kansas City over the Colorado 
& Southern to Pueblo, Colo., and Santa Fe beyond. Complain- 
ant claims the initial carrier misrouted the shipment, while de- 
fendants insist that the shipment was routed by complainant's 
representatve. The controversy arises over the fact that the 
bill of lading was prepared by an employe of the initial carrier 
and routing therein was shown in connection with the Santa 
Fe at Trinidad, but no rate was inserted. The bill of lading s0 
prepared was submitted to complainant’s representative, who 
signed it on behalf of complainant. Complainant adopted the 
routing through Trinidad when the bill of lading was executed 
by complainant’s representative. The shipment was not mis- 
routed.” 

In the Hubbard case, 118 I. C. C. 102, the Commission said: 
“Section 15 of the interstate commerce act gives to the shipper 
the right to designate in writing the route over which he wishes 
his shipments to travel and, generally speaking, it is the duty 
of the carrief to transport shipments over the route so des 
ignated. But it is admitted that the routing here shown was 
the result of an error on the part of the agent of the initial 
carrier and the evidence of record indicates that it was the com: 
plainant’s desire and the agent’s intention to send the shipments 
over the route taking the 65.5 cent rate. The routing show! 
in the bills of lading, rather than the signing and acceptance 
therefor, was the proximate cause of the damage.” 

The finding of the Commission in the Brownyard case, 136 
I. C. C. 447, is similar to that in the Hubbard case, the Commis 
sion finding that the shipment was misrouted. In this case the 
Commission said: 


Complainant states that it was not familiar with the routing 
provisions of the tariffs and intended that the lower rate should 
apply. Defendants admit that the bill of lading covering the shiP- 
ment was prepared by the carrier’s agent at point of origin, 
state that the agent has advised that the routing was furnished 
by the shipper. It appears from certain correspondence that the 
agent erroneously believed that the routing inserted in the bill 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 


SEATTLE and TACOMA 











Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 
















MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
ne nch Office 


Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 















McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 





From Baltimore, Philadelphia and 
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WORLD WIDE 


FREIGHT SERVICE 


1 02 SHIPS. Frequent sail- 
ings. 

ized types of carriers. 

insurance rates. 

liners. Care and skill in han- 

dling. Prompt forwarding. 


Many special- 
Low 
Fast mail 








These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 


A. C. FETTEROLF 
Vice-President Freight Trafic 





Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - 
Pachuca- - - 
Puebla - - 


From Tampico to: 
Mexico City - 
Pachuca- - - 


23 hours 
23 hours 
20 hours 


47 hours 
47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 
G. B. Aleman, Gen. Agen 


F. P. De Hoyos, Gen. Agent 
1515 Penn Building 
New York City 


F. N. Puente, Gen. Agt A. Horcasitas, Com. Agt 
441 Monadnock Bldg. 414 Bhan Bank BI g. 
New Orleans, La. 


San Francisco, Cali 


ae R . Exch Bids. 


s, Mo. 


a ee Ae 
301 Margueite Building 


















180 N. Michigan Ave., Chicago 
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of lading would entitle the shipper to the lowest available rate. 
Defendants, therefore, say that it is proper to assume that the 
routing named would have been selected by the agent if the matter 
had been left to him, and that it may be that the agent did, of his 
own volition and without the suggestion or request of the shipper’s 
representative, insert that routing. They are willing to refund to 
the basis of the 26-cent rate, if such refund may lawfully be made. 

The record leads to the conclusion that the shipper did not 
supply the routing but that he relied upon the carrier’s agent to 
forward the shipment via the route which would afford the lowest 
available rate, and that the routing supplied by the agent was 
believed by him to describe the route over which the lowest rate 
was available. It further appears that the routing shown in the 
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bill of lading was the result of an error on the part of the 
of the initial carrier and that it was the complainant’s desire », 
the agent’s intention to send the shipment over the route tax; 
the 26-cent rate. 


It does not appear that the pertinent facts in the Pepp, 
Seed Company case, 113 I. C. C. 309, were materially diffong/ 
from those in the other two cases, from which quotations J 
given above, and apparently the conclusions reached in they 
two cases represent the present views of the Commission yj 
respect to this question. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
; Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 


INLAND WATERWAYS 


Editor the Traffic World: ; 

Waterways are one of the direct means of railroad rate 
regulation. Whether the waterways carry traffic or not, the 
potential water competition will force the railroads to carry a 
lower rate to the benefit of American shippers. Whenever a 
navigable river runs beside a railroad, the problem of regulating 
the rates on the railroad becomes far easier, because river 
regulation is railroad rate regulation. 

At times it is maintained that railways and waterways 
should work on equal factions with one another. The waterways 
should carry the heavy, bulky, and slow-moving traffic, while 
the railways should specialize on higher classes of commodities. 
Thus, the railways would be relieved of carrying large, bulky 
material which they claim they handle at a small profit and 
sometimes at a loss. 

It is a well known fact that the successful waterways in 
Germany, France, and Belgium have had a great influence upon 
the movement of inland waterways in America. Vast sums of 
money have been spent on these European waterways. If water- 
ways are successful abroad, it is reasoned that they should prove 
likewise successful in America. 

When freight is loaded in boats on lakes, canals, or rivers, 
it moves promptly at a speed of from five to ten miles an 
hour to its destination, where it is quickly discharged and the 
boat started on another trip. Boats on the Great Lakes make 
the round trip from Buffalo to Duluth—two thousand miles— 
every eight or nine days, over two hundred miles a day. It is 
the old story of the “tortoise and the hare.’ The former won 
in spite of his slow movements because he kept going. The boat 
wins for the same reasons. They do not slumber on side tracks 
as the hare and the railroad car. It is said that a dollar will 
carry a ton of traffic on the Great Lakes a distance of twelve 
hundred and fifty miles as against one hundred and twenty- 
seven miles on the railroad. 

There is the possibility that barge traffic on canals will be 
able to make use of electricity as a motor with more economy 
than steam. There is no reason why the trolley system should 
not be applied to the hauling of canal boats, the same as street 
cars. The boats can be run at frequent and regular intervals 
as the cars are. The scheme could probably be carried out and 
result in an economy in cost for haulage and produce an increase 
for traffic. 


To your entire business interest it means cheaper freight 
rates. To the manufacturer it means a direct touch with the 
market of the South and Southwest by a cheap, dependable 
freight regulating route for their finished output and a cheaper 
assembly of raw materials. 


To the wholesaler and jobber it means an opportunity for 
the extension of trade. To the retailer it means increased pop- 
ulation, increased opportunities and expansion of their business 
enterprises. 

To the wage earner it means dwelling in a prosperous dis- 
trict under most advantageous conditions, an increase of oppor- 
tunities and a lower cost of living. To the man who owns 
a little home would come a rise in the value of his home and 
property and make him more independent. 

It would mean increased market for agriculture, better and 
surer markets for foods and grains, thereby benefiting the entire 
community by greater social and educational activities through 
increased wealth. 


Minneapolis, Minn., Oct. 10, 1928. E. E. Wepplo. 


DUTY OF A TRAFFIC MANAGER 


Editor the Traffic World: 
Referring to article under the caption, “Duty of a Traffic 
Manager,” in your issue of September 15, Page 608, statements 


made by “Anonymous,” in the Commercial News of Los Angela 
Calif., are predatory to the society and such statements wij 
not be permitted to go unchallenged. 


Why route a purchase order when the shipper always know 
better than the receiver what railroad or steamship company to ug! 


The shipper should exercise great care in selection of 
carrier which provides the best service from point of origin t 
destination, but many times the customer’s place of business js 
located near an inbound freight station. Therefore, the cu 
tomer, after a careful study, will show routing on his order va 
line, or lines protecting the lowest through rate to that pa 
ticular station, s this in many instances results in a saving in 
cartage expense. 


If this causes a claim, why not mail the claim and forget it? 

What is the use of always harping upon prevention? 
x The traffic manager is hired to make claims; so why not make 
them? 

It is our duty to get the cheapest rate possible and let the carrie 
worry about paying the claim. 


The two most important requisites of a traffic manager ar 
breadth of understanding and honesty of purpose. 

The day will probably never come when there will be no 
loss or damage claims. To err is human and claims are usually 
attributable to errors of some sort. Until human beings become 
infallible a certain amount of loss and damage is inevitable. 

Loss of or damage to freight shipments is a source of vexa- 
tion, trouble and expense to the seller, the buyer, the carrier, 
and receiver. 

It is of great importance to file a claim correctly. However, 
of greater importance than the correct filing of claims is the 
prevention of them. 

Claims are an economic waste in more ways than one. 

‘Many times merchandise is need in a hurry; loss of o 
damage thereto results in loss of business. 

It is true that the carrier may be responsible for any loss 
or damage that occurs in transit, but a claim never makes 4 
satisfactory substitute for goods which may be urgently needed. 

Freight rates are based, in some measure, on the cost of 
rendering service. Anything that increases a commodity’s sus- 
ceptibility to damage, whether it be fragility, improper loading, 
or poor packing, causes a corresponding increase in the number 
of claims the carriers must entertain; hence, an increase in 
their operating cost, which must be offset by higher rates. 

Anyone who, for the sake of collecting a few dollars from 
the transportation company, will stand on the strictest techui- 
calities involved, is a failure, regardless of his or her business 
knowledge, and such person will quickly place the organization 
in a most unfavorable light. 

After all, it will pay to exert the utmost effort to reduce 
loss and damage claims. 

The duties of a traffic manager are many and complex. 
While executing his duties he should possess a high degree of 
diplomatic ability. He should be on friendly terms with all. 
He should deal fairly and strive to please. ; 

Too long have the shippers and carriers been antagonistic. 
This is the day of cooperation. 

Result: Cordial relations will be established with carriers 
in the spirit of cooperation and by a reputation for square and 
fair dealing. 

Neisner Bros., Inc. 
S. J. Srokose, Traffic Manager. 
Rochester, N. Y., Oct. 10, 1928. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Calmar Steamship Corporation 


CALMAR LINE— Coast-to-Coast—Via Panama Canal 


Voy. Baltimore Philadelphia Los rv 
No. Ship Arrive— Depart Arrive— Depart Arrive— 




































° 4 YORKMAR Sailed Sailed Sailed 
Build 4 MASSMAR Sailed Sailed _ | Oct. 6 Oct. 11 
4 OAKMAR Sailed Sept.25 Sept.30 | Oct. 21 Oct. 26 


4 TEXMAR | Oct. 3 Oct. 8| Oct. 10 Oct. 15 | Nov. 5 Nov. 10 
71 CUBORE Oct. 18 Oct. 23] Oct. 25 Oct. 30 | Nov. 20 Nov. 25 
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San Francisco 









in th e Orient! Nev’ Ship pp. Rn a on 






4 YORKMAR | Sailed Sept.30/| Oct. 3 Oct. 4/Oct. 6 Oct. 8 
4 MASSMAR | Oct. 13 Oct. 16 | Oct. 19 Oct. 20 | Oct. 22 Oct. 24 
4 OAKMAR Oct. 28 Oct. 31} Nov. 3 Nov. 4/| Nov. 6 Nov. 8 
4 TEXMAR Nov. 12 Nov. 15] Nov. 18 Nov. 19 | Nov. 21 Nov. 23 

71 CUBORE Nov. 27 Nov. 30| Dec. 3 Dec. 4 | Dec. 6 Dec. 8 

oy 

If you’ve used the REST 

Now try the best 
For CALMAR ships 
Speed fast to the West 


PROMPT deliveries will help you accom- 
plish this, if you ship on “President 
Liners,” sailing every other Saturday from 
Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 
Seven 10,000-ton “Cargo Liners,” sailing on 
frequent, dependable schedule, auginent this 
exceptional service to North China, South 


——d 




















Angeles 
its wil 


















> know 
to use! 









n of a 
“igin to 





















~ China and The Philippines. For information regarding rates, etc., apply to 
der Ws -” “Moore & MeCormack, General Agents, 
k oore rmac er: gents, 
at par T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New Yor $ Broadway, New York, N.Y. 
ving in WG. ROCHE Ine,Gen. igs, — BW. BREE, Gon. Aah. Bourse Building, Philadelphia, Pa. 
17 Detot, vi ‘ae Chicas, TIL First National Bank Bidg., Baltimere, Md. 







Oliver Building, Pittsburgh, Pa. 
Reokery Building, Chicago, Ill. 


CALMAR yy Sogrenassen, 
Swayne & Hoyt, Pacific Coast Agents, 

240 Front Street, San Francisce, Calif. 

318 Transportation Bldg., Les Angeles 

911 Board of Trade Bldg., Portland, Ore. 

201 Central Building, Seattle, Wash. 


ATES, General Freight Agent 
1519 Suicedthons South, Seattle, Washington 


76 offices in 22 countries at your service 
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“=| Mexico’s Dependable Freight Service 
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; From VERA CRUZ 
a ; WEEKLY SERVICES 
‘ — Line — Quickest Time MEXICO CITY 23 H NEW YORK—Ward Line 
ins e Only Standard Gauge Line To! PACHUCA | ours aw ORLEANS—Cuyamel Line 


Vera Cruz is the Nearest Port of Entry 





PUEBLA —20 Hours NEW ORLEANS—Vaccaro Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
fice MEXICAN RAILWAY COMPANY 
ent G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
to Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 















Digest of New Complaints 


od 





No. 18494. Sub. No. 1. Shreveport (La.) Chamber of Commerce on 
behalf Southern States Bottle Co. vs. Kansas City Southern et al. 
Rates in violation of sections 1 and 3 of the act, on empty soda 
water botties, from Shreveport, La., to Memphis, Tenn. Asks 
rates for future and reparation. 
No. 21162. Sub. No. 1. American Druggists Syndicate, Long Island 
City, N. Y., vs. B. & O. et al. 

Rates in violation of sections 1 and 3 of the act, on drugs, 
medicines and chemicals, carloads, from Long Island City, N. Y., 
to Chicago, Ill. Asks rates for future and reparation. 

No. oa Sub. No. 2. Scott & Bowne, Bloomfield, N. J., vs. Same 
et al. 

Same complaint and prayer as to same commodities from Bloom- 
field, N. J., to Chicago, Ill., St. Louis, Mo., Detroit, Mich., Cin- 
cinnati, O., and other destinations shown in I. C. C. A-149, H. 
Wilson, agent. 

No. 21206. Sub. No. 2. W. O. Anderson Commission Co. et al., To- 
peka, Kan., vs. A. & W. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on all com- 
modities moving on class or commodity rates, between Topeka, 
Kan., on the one hand, and points in Missouri, Nebraska, Iowa, 
Illinois, Indiana, Minnesota, the Dakota, Michigan and Wisconsin, 
and in C. F. A. and T. L. territories, excepting cement, brick, 
grain and grain products, hay, paper newsprint and commodities 
generally grouped therewith, straw, petroleum and its products, 
livestock, cotton, coal, sand, gravel, chatts, crushed stone, forest 
products and cottonseed and its products when moving in carload 
lots. Asks rates for future and reparation. 

No. 21422. W. P. Brown & Sons Lumber Co., Inc., Louisville, Ky., vs. 
Pennsylvania et al. 

Unreasonable charges on creosote oil, from Follansbee, W. Va., 
to Brownville, Ala. Asks reparation. 

No. 21423. The North American Provision Co., Chicago, Ill, vs. Mis- 
souri & North Arkansas et al. 

Charges in violation of sections 1 and 4 of the act, on dressed 


poultry, from Eureka Springs, Ark., to Providence, R. I. Asks 
reparation. 
No. F age No. 1. Armour and Co. et al., Chicago, Ill., vs. Santa 
e et al. 


Rates and charges in violation of sections 1 and 4 of the act, 
on butter, eggs and dressed poultry, from points in Kansas and 
Arkansas to points in Connecticut, Massachusetts, Pennsylvania, 
Delaware, New York, Maine, Ohio, New Jersey, Indiana and 
Kentucky. Asks reparation. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 6 totaled 32,377 cars, as compared with 33,710 
cars ‘(revised) the preceding week and 36,551 cars in the cor- 
responding period of 1927, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 9,210 cars; imports, 10 cars; cantaloupes, 132 cars; cab- 
bage, 1,455 cars; carrots, 163 cars; cauliflower, 147 cars; celery, 397 
cars; cucumbers, 25 cars; grapefruit, 152 cars; imports, 63 cars; 
grapes, 7,403 cars; green peas, 23 cars; lemons, 175 cars; lettuce, 817 
cars; miscellaneous melons, 135 cars; mixed citrus fruits, 21 cars; 
mixed deciduous fruits, 103 cars; mixed vegetables, 394 cars; onions, 
1,458 cars; oranges, 588 cars; imports, 2 cars; peaches, 233 cars; pears, 
919 cars; peppers, 90 cars; plums and prunes, 111 cars; spinach, 16 
cars; string beans, 22 cars; sweet potatoes, 844 cars; tomatoes, 692 
cars; watermelons, 27 cars; potatoes, 6,625 cars; imports, 4 cars. 


CONDITION OF EQUIPMENT 


Class I railroads on September 15 had 149,125 freight cars 
in need of repair, or 6.6 per cent of the number on line, accord- 
ing to reports filed by the carriers with the car service division 
of the American Railway Association. This was a decrease of 
127 cars below the number reported on September 1, at which 
time there were 149,252, or 6.6 per cent. Freight cars in need 
of heavy repairs on September 15 totaled 110,443, or 4.9 per 
cent, an increase of 1,433 compared with September 1, while 
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freight cars in need of light repairs totaled 38,682, or 1.7 be 
cent, a decrease of 1,560 compared with September 1. 

Locomotives in need of repair on September 15 totaled 83 
or 14 per cent of the number on line. This was an increase g 
359 locomotives compared with the number in need of rep, 
on September 1, at which time there were 7,954, or 13.4 per Cent 
the smallest number in need of repair on any one day on econ 
Locomotives in need of classified repairs on September 15 totaly 
4,681, or 7.9 per cent, an increase of 195 compared with Septey, 
ber 1, while 3,632, or 6.1 per cent, were in need of running , 
pairs, an increase of 164 compared with September 1. Clagg; 
railroads on September 15 had 6,118 serviceable locomotives j 
storage compared with 6,504 on September 1. 





LOCATION OF CARS 


The percentage of home cars on home roads, Class I, x 
of September 15, was 65.7, according to the semi-monthly py 
letin of the car service division of the American Railway Agg. 
ciation. By classes of equipment the percentages were as fj. 
lows: Box, 56.5; refrigerator, 71.6; coal and coke, 71.4; stock 
83.6; flat, 76.9; tanks and others, 92.9. By districts the percep. 
ages for all classes of equipment were as follows: Eastern, §t- 
Allegheny, 73.3; Pocahontas, 56.9; Southern, 67.4; Western, 69§ 

The semi-monthly bulletin of percentages of freight cay 
on line to ownership, Class I roads, as of September 15, showej 
the following: Eastern district, 97.2 as against 96.8 a year ago: 
Allegheny, 100.2 as against 99.7 a year ago; Pocohontas, 75} 
as against 74.9 a year ago; Southern, 91.4 as against 939, 
year ago; Western, 102 as against 102.3 a year ago; all districts, 
97.7 as against 97.9 a year ago; Canadian roads, 103 as against 
98.3 a year ago. . 





ACCIDENT REPORT 


For the six months ended with June, according to a sum 
mary of accidents reported by steam railways, issued by the 
Commission, there were 2,720 persons killed and 17,475 injured 
in train and train service accidents, as compared with 3,00j 
killed and 20,980 injured in the corresponding period of 1927. 

Highway grade crossing accidents in the six months endei 
with June totaled 2,634, in which 1,097 persons were killed and 
2,934 injured, as compared with 2,561 accidents in the corre 
sponding period of 1927, in which 1,061 persons were killed and 
2,901 were injured. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended September 2 
was estimated at 11,059,000 net tons by the Bureau of Mines of 
the Department of Commerce. This was the first time since 
March, 1927, that production passed the 11-million-ton mark. 
Compared with the output the week ended September 22, there 
was an increase of 1,038,000 tons, or 10.4 per cent. Anthracite 
production was estimated at 1,851,000 net tons, the highest figure 
recorded for any week since the end of May, and an increase of 
354,000 tons as compared with the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 30 totaled 1,145,007 net tons, bring: 
ing the total for the season to that date to 25,503,702 net tons. 
Anthracite shipped from Lake Erie ports the week ended Sep- 
tember 30 totaled 29,299 net tons, bringing the total for the sea- 
son to that date to 1,107,209 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 29 totaled 385,470 net tons, of which 
236,533 tons were for New England delivery. At Charleston, 
S. C., 1,268 tons were dumped. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 8 were re 
ported as follows: Bituminous, 1,874 cars; anthracite, 2,680 cars. 


Docket of the Commission 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 15—Dallas, Ore.—Public Service Commission of Oregon: 
* Finance No. 6398—Application Southern Pacific Co. for authority 
to abandon portions of its Airlie branch. 


October 15—Washington, D. C.—Examiner Eddy: 


* Finance No. 7076—Application of Louisiana & Arkansas Ry., a Dela- 
ware Corporation, (a) for authority to acquire and operate the 
railroad and properties of the Louisiana & Arkansas Ry., an 
Arkansas Corporation, (b) to acquire control of Louisiana Ry. 
& Navigation Co. by purchase of capital stock and to lease the 
railroad of that company, and separate application of the Louisi- 
ana and Arkansas Ry. for authority to issue securities and to 
assume certain liabilities. 


October 15—Portland, Ore.—Commissioner Aitchison: 
21011—(and Sub. Nos. 1 and 2)—Department of Public Works of 
State of Wash. vs. Nor. Pac. Ry. et al. 





October 15—Argument at Washington, D. C.: 
oo Assn. of Kansas City, Mo., Inc., vs. C. B. & @ 
. R. et al. 
19967—Valley Grain Co., Inc., vs. C. C. C. & St. L. Ry. et al. 
20250—Shearman Concrete Pipe Co. vs. T. & N. O. R. R. et al. 
20714—-Missouri Gravel Co. vs. C. B. & Q. R. R. 


October 15—Los Angeles, Calif.—Commissioner Lewis and Atty. EX- 
aminer Barclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. L 
18323—Investigation of Rates on Furniture. 
1. & S. 2828—Metal Furniture in C. F. A. Terry. 
8568—Heywood-Wakefield Co. et al. vs. A. A. R. R. et al. 
18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 
20022—Mayer & Co. vs. L. I. R. R. et al. 
20597—Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 
1. & S. 3102—Classification Ratings on Furniture Frames. 
20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 
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Great Lakes 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT. 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


ndable Freight Service with 20 a) Savings in Rates. 
Delivery ny longside Steamers at New York Savings in Rates, 


Nothing Less Than Full eee Loade Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS 25 Broadway, New York City, N. Y. 
Nt. Produce Exchange Buffalo Office: Chamber of Commerce Bldg. *ping rem 0495 





We Will Give You 
Reliable Information 
ge About Canada 





cei For information regarding the 
etl mining industry of Canada, the 
development and supply of indus- 
trial raw materials available from 
resources along the lines of the Canadian Pacific 
Railway, consult this branch. 

We have an expert staff continuously engaged in 
research relative to all resources including the 
examination of mineral deposits. Practical infor- 
mation is available concerning development oppor- 
tunities, the use of by-products, markets, industrial 
crops, prospecting and mining. 

BUREAU OF CANADIAN INFORMATION: 
The Canadian Pacific Railway, through its Bureau 
of Canadian Information, will furnish you with the 
latest reliable information on every phase of indus- 
trial and agricultural development in Canada. Our 
Reference Library, at Montreal, maintains a com- 
plete data service covering Natural Resources, 


Climate Labor, Transportation Business Openings, etc., 
additional data constantly being added to keep it up to date. 


CANADIAN PACIFIC RAILWAY CO. 


Department of Colonization and Development 
J.S. DENNIS, Chief Commissioner, Windsor Sta., Montreal,Can. 


eS 4 DEVELOPMENT BRANCH: 
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P*s: New York 



















Rates at Your Finger Tips 








No more digging through tariffs to find rates. 
No further worry whether you have all 
the supplements and reissues. 


HIPINDE 
RATE CARD SYSTEM 


is being increasingly used for rating, 

checking and billing shipments because 

it possesses unanswerable arguments 
of economy and efficiency. 


































YOU WILL WANT FULL INFORMATION 
CONCERNING THIS LAST WORD IN 
TRANSPORTATION CONTROL 




























It is yours for the asking—no obligation 
For particulars, address Desk 100 


SHIPPING SERVICE 
ORGANIZATION 


25 W. 43rd Street, New York 















NEWARK, N. J. 
STORAGE 
















NEWARK WAREHOUSE CU: : 








Located three blocks from the busiest 4 corners in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Pri Siding Connection with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 
F. W. STOKES, Manager 


NEWARK WAREHOUSE CO., Newark, N. J. 
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21061— mer fe. — as Florida Mattress Factory, et al. vs. 
. R. et al. 
21087 The Stationers Corp. vs. P. M. Ry), et al. 
21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et al., 
and receivers thereof. 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 
Portions Fourth Section Appi. 2057 et al. (further hearing). 


October 16—Washington, D. C.—Examiner Davis: 

* Finance No. 7104—Joint Application of Mountain States Telephone 
& Telegraph Co., and Burns Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

* Finance No. 7117—Joint Application of Mountain States Telephone 
& Telegraph Co. and Artesia-Plains Telephone Co. for a cer- 
tificate that the acquisition by the former company of the prop- 
erties of the latter company will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 

* Finance No. 7141—Joint Application of Amos Telephone Co. and 
C. & P. Telephone Co. of W. Va. for a certificate that the ac- 
quisition by the latter company of the properties of the former 
company will be of advantage to the-persons to whom service 
is to be rendered and in the public interest. 


October 16—Cincinnati, O.—Examiner Disque: 
|. & S. 3174—Minimum Class Rates Between Points in Official and 
Southern Classification Territories. 


October 16—Argument at Washington, D. C.: 

“—-* re Arkansas Freight Bureau vs. Kansas City South- 
ern Ry. et a 

20154—Inland Waterways Corp., operating Miss.-Warrior Service vs. 
Nor. Pac. Ry. et al. 

20188—Bakelite Corp. vs. B. & O. R. R. et al 

20192—-Traffic Bureau of Keokuk Chamber of Commerce et al. vs. 
A. & V. Ry. et al. 


October 17—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7142—Application of Reading Co. for authority to 
acquire control of railroad of Port Reading R. R. under an operat- 
ing contract. 


October 17—Argument at Washington, D. C.: 
19150—All Metal Snow Fence Co. et al. vs. A. & W. Ry. et - 
- res Sub. 1)—Automatic Gravel Products Co. et al. vs. B. M. & 
17579 (and — 1)—Ruggles & Rademaker vs. C. & Y. Ry. et al. 
17968—American Salt Co. et al. vs. A. C. & Y. Ry. et al. 


October 18—Wooster, O.—Examiner Sullivan: 
* Finance No. 7009—A pplication of B. & O. R. R. for authority to 
abandon a part of its Millersburg Branch. 


October 18—Argument at Washington, D. C.: 
wy. By, et al. 1)—Huey and Philp Hardware Co. et al. vs. A. & 
y. eta 
& S. 3139—Switching at St. Paul and Minneapolis, Minn. 
W7ea7 Detins Cotton Exchange et al. vs. A. & S. Ry. et al. 


October 18—Philadelphia, Pa.—Examiner Main: 
18719 (and Sub. No. 2)—E. I. DuPont De Nemours & Co. vs. Miss.- 
Warrior Service et al. 


October 19—Philadelphia, yes es a Main: 
20981—-Gill-Virden Co. vs. A. & R. R. R. et al. 


October 19—Argument at Washington, Dm. Cs 
18718—American Window Glass Co. ¥ B. & O. BR. R. ot al. 
19978—Standard Plate Glass Co. vs. B. & O. R. R. et al. 
19606—Lemmon Grocery & Produce Co. vs. C. M. & St. P. Ry. 


October 19—Cincinnati, O.—Examiner Disque: 
21407—New River Lumber Co. vs. C. & O. Ry. et al. 


October 20—Albany, N. Y.—Examiners Armes & Brennan: 
+6 X Swe spenhineey Perforated Wrapping Paper Co. vs. B. 
» a ee OC OL 


October 20—Cincinnati, O.—Examiner Disque: 
21376—The Charles Boldt Paper Mills Co. vs. A. G. &. R. R. ot al. 


October 20—Toledo, O.—Examiner he go 
19070—National Supply Co.-Midwest vs. 


October 20—Argument at Washington, D. C.: 
19720—Campbell Dairy Products Co. vs. Erie R. R. et al. 
20156—Vanadium Corp. of America vs. Penna. R. R. et al. 
20513—-Freight Traffic Dept., Concord Chamber of Commerce, Con- 
cord, N. H., vs. B. & M. R. R. et al. 
20534--Hilgartner Marble Co. vs. A. A. R. R. et al. 


October 22—Harrisburg, Pa.—Examiner Hagerty: 
21071—Textile Machine Works vs. Sou. Ry. et al. 
21177—Chemical Lime Co. et al. vs. Penna. R. R. et al. 


October 22—Washington, D. C.—Examiner Davis: 

* Finance No. 7061—Application L. & N. R. R. for authority to ac- 
quire control by lease of the railroad and properties of the L. H. 
& St. L. R. R. and to assume certain obligations and liabilities. 


October 22—Waterbury, Conn.—Examiner Main: 
21136—The Manufacturers Foundry Co. vs. N. Y. N. H. & H. R. R. 


October 22—New York, N. Y.—Examiners Armes & Brennan: 
we t oe _ 7 1 and 2)—Federated Metals Corp. et al. vs.: B. 
20964 The Baird Machine Co. et al. vs. N. Y. N. H. & H. R. R. 


October 22—Washington, D. C.—Examiner Curtis: 
20392—The Atlas Portland Cement Co. vs. Southern Ry. 


October 22—Argument at Washington, D. C.: 
19717—Caruso, Rinella, Battaglia Co., Inc., vs. A. C. R. R. et al. 
19859—Atlantic Terra Cotta Co. et al. vs. A. & W. P. = R. et al. 
19287 (and Sub. 1 to 3, incl.)—Caruso, Rinella Battaglia Co., Inc., 
vs. S. A. L. Ry. et al. 
19565 (and Sub. Nos. 1 to 6, incl.)—Same vs. Southern Ry. et al. 
19414 (and Sub. Nos. 1 to 7, incl.)—Same vs. Nfk. Sou. Ry. et al. 
* 1. & S. 3114 (and ist Sup.)—Cyanamid and crude cyanide from Ni- 
agara Falls, Ont., to Eastern Trunk Line, New England and C. 
F. A. points and Virginia cities. 


October 22—Kansas City, Mo.—Commissioner Lewis and Atty. Ex- 
aminer Barclay: 

17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—-Investigation of Rates on Furniture. 

1. & S. 2828—Metal Furniture in C. F. A. Terry. 

18568—Heywood- Wakefield Co. et al. vs. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 

19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al 

20022—-Mayer & Co. vs. L. I. R. R. et al. 

20597—Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 


.- Cc. C. & &t. L. Ry. at ao 
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1. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

21061—I. Addison, Trading as Florida Mattress Factory, et al. va 
A. & R. R. R. et al. 

21087—The Stationers Corp. vs. P. M. Ry. “, al. 

21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et ai, 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Appl. 2057 et al. (further hearing). 

October 22—Dallas, Tex.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod. 
ucts and Related Articles. 

1. & S. No, 2759—Cottonseed and related vegetable products from 
Southwestern territory to Central, Eastern and Southern terrj- 
tories. 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
, a territory. 

. & S. No. 2884—Vegetable oe and Oil Foods from Texas to Ft, 
* cme Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S. No. .2995—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No, 4036—Cottonseed from La. Bay & Nav. stations to Shreve- 
port and. Bossier City, :. 

I. & S. No. 3036—Cotto on Hull Fibde or Shavings. from S. W. 
points to Miss. and Oh o River gateways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest ,t¢ interstate points. 









1. & S. No. Cottonseed and Vegetable Oils from Taxes Com- 
mon points‘#)' Baltimore, Md., and Boston, ‘Mass. 

l. t&.- No. —Cotton Linters from the Southwest to interstate 
oints. 


14804_-American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P.'et al. 

15425—International. Vegetable Oil Co. et al. vs: A. & R. R. R. et al, 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528-Southlatia Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothérs Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 

“— ~~ Sub. No. 1)—American Linseed Co. et al. vs. N. Y. S. & 

» GF Si. 

17339—-C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 

18026—Arkansas Cotton Seed ‘Crushers’ Assn. vs. A. C. & Y. et al. 

18379—Texas Cottonseed Crushers’ Assn. et al. *; *. & R. et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. *%. ot al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. 3 & N. R. R. 

18890—Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. & P. et al. 

19088—The Blaton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

19194—-Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 

19307—National Cottonseed Products Corp. vs: A. & N. W. et al. 

19325—Southern Cotton Oil Co. vs. A. & R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al. 

19642—Elberton Oil Mills vs. Ne & Caro. Sou. R. R. et al. 

20068—Graco Milling Co vs. A. + et al. 

— (and Sub. No. 1)—Wilson t 8p. ne., of Oklahoma vs. B. & O. 


al. 
20130-Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil ss _ vs. A. & R. et al. 
20161—The Best Foods, Inc., vs. C. R. of N. J. et al. 
20596—Armour & Company et al. vs. "hk & S. et al. 
20596 (Sub. No. 1)—Wilson & Co., Inc., ott Oklahoma vs. A. & S. et al. 
«Gres Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


21610 Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre or shavings; cottonseed ‘meal. 
cake, etc.; and other vegetable oils. 

* 21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
21399—Kuhn Paint & Varnish Works vs. A. & L. M. Ry. et al. 
* — & Co. vs. A. & S. Ry. et al. (in conneetien with 17000, 
part 8) 
October 23—Little Rock, Ark.—Arkansas R. R. Commission: 
* Finance No. 6792—Application Miss. River Western Ry. for authority 
to construct and operate line of railroad in Miss. Co., Ark. 


October 23—Hartford, Conn.—Examiner Main: 
20573—-Reading Steel Casting Co. et al. vs. N. Y. N. H. & H. R. R. 
October 23—New York, N. Y.—Examiners Armes and Brennan: 
21116—Hartol Products Corp. vs. C. R. R..of N. J. et al. 
21153—The Tannin Corp. vs. B. & O. R. R. et al. 


October 23—Washington, D. C.—Assistant Director of Traffic Pitt: 
Fourth Section Application 13470—Class rates from, to and between 
points in Southern territory (further hearing). 


October 23—Argument at Washington, D. C.: 
19656—James O’Meara et al. vs. B. & O. R. R. et al. 
19805—Southern Creosoting Industries vs. A. G. S. R. R. et al. : 
— _— No. 1)—North American Cement Corp. vs. A. & R. R. R. 
et a 
October 23—Pittsburgh, Pa.—Examiner Hagerty: 
21268—National Petroleum Association vs. A. C. L. R. R. et al. 
October 24—Milwaukee, Wis.—Examiner Williams: 
21211—Wisconsin Bridge & Iron Co. vs. Ill. Term. Co. et al. 
October 24—Argument at Washington, D. C.: 
vw — "am! 1 and 2)—Certain- teed Products Corp vs. A. & 
eta 
16944. (and Sub. Nos. 1 to 3, incl.)—Armstrong Corp. Co. vs. Penna. 
R. R. et al. 
October 25—Chicago, IIl.—Examiner Disque: 
20462—Colonial Salt Co. et al. vs. A. & S. Ry. et al. 
1. & S. 2976 (and ist supplement)—Salt from St. Louis, Mo., and 
related points to Texas. 
October 25—Wheeling, W. Va.—Examiner Hagerty: 
20803—Wheeling Mold and Foundry Co. vs. W. & L. E. Ry. 
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HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 





HAMMOND, INDIANA 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


S. N. LONG WAREHOUSE 


Storers, Distributors 










General Merchandise 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston....... Mondays and Thursdays 








Quick Dispatch 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 






Low Rates Thru Package Cars 









EXPORT 

IMPORT 

Pool Car Distributors 

Constructive Station Deliveries 

Armered Trucks fer Handling 
Valuable Products 


THE TRAFFIC WORLD 











THE MOTOR HAULAGE COMPANY, Inc. 


NEW YORK CITY, N.Y. 
P. O. Box 780, BROOKLYN, N. Y. 
Over 150 Heavy Duty Trucks in Operation 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisce Soom 50 sogtm 


S. B. CORMOABAA. 20. ccccccccccce Nov. 8 
Ss. > SENET. oc ccccccccccccece Nov. 22 Nev. 24 
Ss. INE ZUBLA........cccccccee Dec. 6 Dec. 8 


Dec. 22 

Also ‘ sennien sailings for Mazatlan, Gagnon. San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 

Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honosed to all 
West Coast Mexican and a American ports. 

FICES— 

140 S. Dearborn St., Chicago, It i 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 








INDIANAPOLIS 


Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merehandise 2"4 Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 








Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 


Omaha, Nebr. MemberA.W.A. 11th and Jones St. 















CONTRACTO ORS FOR 


Baltimore & Ohio R.R. 

Central oe Ry q 

Central R.R. of N. J. 

Eastern S.S. Co. Lines 

Long Island R.R. Co. 

New York Central R.R. Co. 

New York, New Haven & 
Hartford R.R. Co. 

Ocean S.S. Co. ri Savannah 

Pennsylvania R.R. Co. 
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October 25—Milwaukee, Wis.—Examiner Williams: 
21229--Pabst Corp. vs. C. M. St. P. & P. Ry. et al. 
21229 -_ 1)—Acherman-Emmenegger & Co. vs. C. B. & Q. R. R. 
et al. . 
October 25—New York, N. Y.—Examiners Armes and Brennan: 
21130—Pittston Paper Corp. vs. L. V. R. R. 
October 25—Argument at Washington, D. C.: 
Pinance No. 6706—Construction of line by Prince George & Ches- 
terfield Ry. 
Finance No. 6811—Acquisition of control by Seaboard Air Line Ry. 
October 25—Boston, Mass.—Examiner Main: 
* 21279—West Dudley Paper Co. vs. N. Y. N. H. & H. R. R. 
October 26—Argument at Washington, D. C.: 
* Finance No. 6783—Proposed acquisition and construction of line 
by T. & N. O. R. R. et al. 
* Finance No. 6974—Application of Reading Co. for authority to 
acquire control by lease of the Mount Carmel R. R. 


October 26—New York, N. Y.—Examiners Armes and Brennan: 
21169—General Grinding Wheel Corp. vs. Sou. Ry. et al. 


October 26—Washington, D. C.—Examiner Weems: 
20181—Superior Zinc Corp. vs. C. R. R. of N. J. et al. 
21311—Federated Metals Corp. vs. Penna. R. R. et al. 


October 26—Minneapolis, Minn.—Examiner Williams: 
21146—Watab Paper Co. vs. C. & N. W. Ry. et al. 
21063—The Ry.-Krisp Co. et al. vs. A. & S. Ry. et al. 
October 27—Chicago, Ill.—Examiner Disque: 
21267—-Signal Mountain Portland Cement Co. vs. A. G. S. R. R. et al. 
October 27—New York, N. Y.—Examiners Armes and Brennan: 
21181—Riverside Monument Works vs. Erie R. R. et al. 


October 27—Boston, Mass.—Examiner Main: 
21171—The Otter River Board Co. et al. vs. B. & M. R. R. et al. 
October 27—Minneapolis, Minn.—Examiner Williams: 
—a City Tile and Marble Co. vs. Nelson & Albemarle Ry. 
et al. 


October 29—Argument at Washington, D. C.: 
19911—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Sou. Pac. Co. 
20032—Loose- Wiles Biscuit Co. vs. M. & St. L. R. R. et al. 
20146—Penn Facing Mills Co. et al. vs. A. A. R. R. et al. 
20367—Phoenix Horse Shoe Co. vs. C. & O. Ry. et al. 


October 29—New York, N. Y.—Examiners Armes and Brennan: 
21190—Valentine & Co. vs. L. V. R. R. 
21225—-Kaydeross Paper Co. et al. vs. Kaydeross R. R. Co. et al. 
October 29—Boston, Mass.—Examiner Main: 
21265—International Shoe Co. et al. vs. C. R. R. of N. J. et al. 
October 29—Chicago, Ill.—Examiner Disque: 
21174—Beidster Marble Co. et al. vs. A. A. R. R. et al. - 
21148—William Cooper and Nephews, Inc., vs. B. & O. R. R. et al. 


POSITIONS WANTED OR OPEN 


TRAFFIC ASSISTANT—Freight rate man thoroughly versed in 
freight rates, all territories, to audit L. C. L. freight bills and pro- 
duce results. Excellent opportunity in large rapidly growing organi- 
zation; vicinity of New York City. State age, education, religion, 
salary —_ experience. Address I. R. E. 140, care Traffic World, 
Chicago, Ill. 


FREIGHT BILL AUDITOR—Qualified to quote rates and audit 
freight bills without assistance. Position in vicinity of New York 
City. State age, education, religion, salary and experience. Ad- 
dress S. T. O. 142, care Traffic World, Chicago, Ill. 


TRAFFIC MAN—Thorough traffic knowledge. Capable of routing 
L. C. L. shipments, checking freight rates all territories. Excellent 
opportunity in large rapidly growing organization, vicinity New York 
City. State age, education, religion, salary and experience. Ad- 
dress N. E. A. 144, care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager milling industry with 10 
years’ railroad and 3 years’ industrial experience, competent handling 
all phrases transportation, desiring better connection with reliable 
company. Age 36 and married. Address X. P. G. 146, care Traffic 
World, Chicago, Ill. 


POSITION WANTED—Railroad commercial office—Neat appear- 
ing railroad man, seeking opportunity solicitation field. Experience 
traffic department, rates, etc. Age 40. Address D. A. H. 148, care 
Traffic World, Chicago, Ill. 


POSITION WANTED—Experienced man familiar all phases traf- 
fic work seeking opportunity with industrial enterprise. Assistant 
Traffic Manager Manufacturers’ Association eight years. Minor posi- 
tion, commensurate with ability eonsidered. Address A. L. A. 150, 
care Traffic World, Chicago, Ill. 


POSITION WANTED—As industrial traffic manager or assistant. 
Equipped with the essential qualifications and twenty years’ railroad 
— a experience. Address B. A. L. 136, care Traffic World, 

cago, 3 


POSITION WANTED—Competent traffic man, age 30, with broad 
traffic experience, desires connection with reliable company. Ad- 
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October 29—Sioux Falls, S. D.—Examiner Williams: 
21247—Brownell Corp. et al. vs. A. T. & S. F. Ry. et al. 
21243 (and Sub. Nos. 1 to 6, incl.)—Legel Oil and Gas Co. et a) Vs 
Cc. & N. W. Ry. et al. 


October 29—Washington, D. C.—Examiner Curtis: 
ae” Sub. 1)—North American Cement Corp. vs. B. & 0. Rp 
et al. : 
(Further hearing.) 
October 30—Sioux Falls, S. D—HKxaminer Williams: 
* 21203—Traffic Bureau of Sioux Falls Chamber of Commerce ys, (4 
Nor. Ry. et al. 


October 30—Argument at Washington, D. C.: 
20562—Johannesburg Manufacturing Co. vs. Mich. Cent. R. R. 
20555—Muskegon Ry. & Navigation Co. et al. vs. P. M. Ry. et al. 
20280—St. Louis-San Francisco Ry. vs. M. & O. R. R. 

October 30—New York, N. Y.—Examiners Armes and Brennan: 
20356—Times Publishing Co., Inc., vs. Can. Pac. Ry. et al. 


October 30—Chicago, Ill.—Examiner Disque: 
21188—Crane Enamelware Co. vs. A. & S. Ry. et al. 


October 30—Sioux Falls, S. D.—Examiner Williams: 
—a_ Hide & Fur Co. et al. vs. C. M. St. P. & P. RR 
et al, 


October 31—Sioux Falls, S. D.—Examiner Williams: 
* |, & S. 3180—Apples from Kansas and Missouri points to Iowa, 
Minnesota and South Dakota destinations. 


October 31—Argument at Washington, D. C.: 
18635—In the Matter of the Application of the Great Northern Ry, 
for an order requiring the Northern Pacific Ry. to grant the 
Great Northern Ry. the use of certain terminal facilities a 
Seattle, Wash. 


October 31—New York, N. Y.—Examiners Armes and Brennan: 
21195—-Lowe Paper Co. et al. vs. Kaydeross R. R. Corp. et al. e 
lovember 1—New York, N. Y.—Examiners Armes and Brennan: 
21179—Deslauriers Column Mould Co. vs. A. C. R. R. et al 








We Bind The Traffic World 


TT SAARI NEGRI 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quelity Work Guaranteed 
e also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


BALTIMORE, MD. 


STORAGE WAREHOUSE 


Cold Storage <3 General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., yokussent and Forrest Sts., 





Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise oust 


Storage AREHO 
: ERMINAY > ary 


Pool Car 
Distribution 


crooks o, 1 


caG 
cB 2000 Carload 
Capacity 



















dress O. L. L. 114, care Traffic World, Chicago, Il. 
UNION CITY°;-0 WATERBURY 
re emu ¢, Jewett cm? THRU RATES AND 
SMOEVON’S 0 MILFORD yew maven _——s DIRECT WATER ROUTES 
auiocePont Se Po Oee MYSTIC fi rom South Norwalk, Bridgeport, New 
seus weewans WESTERLY London and Norwich, Conn. 


TO ALL LONG ISLAND SOUND 
POINTS WEST —_— 


NEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 







exmums BOAT SERVICE South and Southwest 
— STORE DOOR DELIVERY * CLYDE, OLD DOMINION, SAVANNAH, 
BY OUR OWN MOTOR TRUCKS Z)777J MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, °®N=STE, FUCHS. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET S&T. 
Phone, Main 3840 Telephone State 8635 
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LAKE TRANSPORTATION: 
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SHIPPING 
AUTOMOBILES. 


In transportation, as in every phase of in- 
dustry, public confidence cannot be gained and 
held with a blare of trumpets and the promise 
of a dollar’s worth of service for fifty cents. 


It is the actual performance of a thoroughly 
dependable service season after season that 
creates and maintains the confidence of the 
shipping public. 


It is the consistency of NICHOLSON 
UNIVERSAL SERVICE in the handling of 
automobiles via Lake and via Lake and Rail, 
together with the economy derived from its 
differential rates that holds the faith of our 
customers and steadily increases their number. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 


Offices: 
BE. o 5s. nveeaveee South & Ohio Streets 
Reg 53 West Jackson Blvd. 
Cleveland, Ohio ............ Foot of East 40th St. 
DOGUTGRE, BRACE, .. vs ccvccccs ..501 Coe Terminal Bldg. 
Milwaukee, Wis. ......... ...225 Erie Street 
pO aa ..Elm & Water Streets 
lS eee 125 So. Broadway 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 
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they're UNANIMOUS 
in the CHOICE of the 
KANSAS CITY SOUTHERN RAILWAY 


FOR SERVICE 


the KANSAS CITY SOUTHERN RAILWAY 


ROW FLIES” 
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ROUTE YOUR FREIGHT 





VIA GREAT NORTHERSA 
Careful Handling and Prompt Shipment 





Fast, dependable and economical freight service between 
St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Klamath 
Falls, Ore., Seattle, Tacoma and intermediate points. 


Through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Operating Dependable Passenger Trains Daily 
Throughout the Northwest 


Also the Luxurious, Faster Time, No Extra Fare 


Oriental Simited 


Running daily between Chicago, St. Paul, Minneapolis, 
Glacier National Park and the Pacific Northwest—over 
1200 cinderless miles behind giant oil-burning and 
electric locomotives. 





M. J. Costello 
Western Traffic Manager 
attle, Wash. 


H. H. Brown A. J. Dickinson 
General Traffic Manager Passenger Traffic Manager 
t. Paul, Minn. t. Paul, Minn. 
H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 79 W. Monroe St., Chicago, III. 





A Dependable Railway 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 











CHICAGO Between the Gulf of Mexico BIRMINGHAM 
my &, Snape and California Ports = &, 
Phone Franklin 8774+ Phone 3-5266 


2118, 105 W. Adams St 201 Brokers Bldg. 


| 
If you have to have speed for your shipments, 
use the air-transport, but when the cost of trans- 
portation becomes a big factor in your sales, then 
utilize the efficient and reliable service of the 


REDWOOD LINE 


Joint through rates via dependable railroad and 
steamship lines from the mid-west to the Pacific 
Coast were established to give this economical 
transportation service. 





ST. LOUIS MOBILE 
Fred D. Royce Wm. Gorman 
1618 Arcade Bldg. 206 State Office Bldg. 
Phone CHestnut 4107 GULFPORT Phone 4214 
The Redwood Line 
West Pier 
Phone 33 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CoO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Market St. Pier 1110 Lane Mortgage Bldg. 
215 Market St. Foot of Market St. 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 





NO. 16 
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The Cedar Rapids & 
lowa City Railway bas 
one of the new models 


A New and Greater Line of 


International 
Heavy-Duty 
Construction 


Vibrationless engines de- 
veloping great pulling 
power at low speed. Five 
self-contained engine 
sub -assemblies, provid- 
ing accessibility and sim- 
plifying service. Unit 
power we cushion- 
mounted. Clutches with 
vibration dampers.Trans- 
missions with five speeds 
forward and two reverse. 
Internal expanding 4- 
wheel brakes. Famous 
International “Steer- 
Easy’’ steering gear. 
Double reduction or 
chain final drive. 


GS 


International 
Heavy-Duty Trucks 
ranging in 2%, 3%, and 
5-ton sizes, are supple- 
mented by a full line of 


International 
Speed Trucks 


4 and 6-cylinder, 1%, 1%, 
and 2-ton sizes. Also %- 
ton Special Delivery and 
the Six-Speed Special. 
Wheelbase lengths and 
bodies for every kind of 
hauling. 


NTERNATIONAL HARVESTER 

has engineered a remarkable line of 
Heavy-Duty models—engineered to 
the most modern truck standards— 
completely new, and on view now, 
in advance of the new year. 


Five Forward Speeds in all models, 
and Four-Wheel Brakes on all models, 

rovide the New International Heavy- 

uty Line with the essential triple 
combination of great pulling power, 
speed for the straight-away, and the 
ability to stop! 

New engines, new clutches, new 
transmissions, more comfortable cabs, 
easier driving, redesigned hood and 
radiator, improved appearance — all 


Heavy-Duty Trucks—Ready Now! 


contribute to the success of these new 
trucks. Their performance, based on 
18 months of engineering and trial, 
and backed by 25 years of truck 
building, is vouched for by Interna- 
tional Harvester. 


The railroads have long endorsed 
the merits in International Trucks 
—now see and try the New Heavy- 
Duty models. You will find them 
ready for every challenge of road 
and load. 


They will be safeguarded by the 
same old reliable, eed expanding, 
Service—there are now 168 Interna- 
tional Company-owned branches in the 
United States and Canada. 


INTERNATIONAL HARVESTER COMPANY 


of America 
606 So. Michigan Ave. (Incorporated) 


INTERNATIONAL © 


Smeal 


Chicago, Illinois 
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Q® @ POULTRY A PROFITABLE BUSINESS IN THE GULF COAST COUNTRY “ 
rs O farm can be said to be perfect in its appointments poultry raising is a good one and all three are available @ ® 
A) cs without a good flock of poultry. There is no more here throughout the year. Nothing will contribute so an of 
=m = ideal place for poultry raising than in South- much to sere ay egg production as plenty of = a a5 
Zt = west Louisiana and Texas where the birds may run feed, and here = ‘where this country offers superior te Se 
os ‘ th om the cue teunds dheme tebe ete advantages in that it is possible to have a high produc- Sst 
FAS Za _ gi biasa y . tion of eggs in mid-winter. wy” 5 
33 es may a natoted outy qn be put on the market The poultry business is one of the surest incomes of a 2 
xe 5° as broilers in April or as friers in May, when young the Southern farm. Turkeys, geese, ducks and guinea ° 
am tender poultry meat is at a premium. Every housewife fowl do equally well here and scarcely a farm is without 
®@ ® knows that the old rule of “grit, grain and grubs” for some or all of these in addition to the flock of chickens. 
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